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Yhe history of the « dispatching set forth by Mr. Lamalle, chief engineer, 
system » and its technical organisation director of administration of the Belgian 
on the Belgian State Railways have been State Railways, professor at the Uni- 
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~ Railways, all of which are double track ated by means of the «© ‘dispate! 


“Tn thi s article Mr. Lamalle ipo 
st pu into 


oe a factor att very ¥ great value i in tattle 
operation. Clee 

Its success has ercenter the ‘most: 
optimistic estimates, and the future of 
will certainly confirm the efficacy of running and the c 
this new method of railway operation. and to explain the a 

In Belgium, as in many other countries, nisation, and also to give 
the « dispatching” SHE » has passed mation - on the subject. 


“ 


+ CHAPTERS Gs) feet ain ‘i ae 
Lines on which the « dispatching system ») is already in operation 3 Be: =: 
or on which its adoption has been decided ee or is under consideration. — 7, 


The following lines of the Belgian State _ (316 miles), are at the: present time 0 per ae : 


and which amount in all to 508 km. tem » (fig. 1): <bhg ‘ a 19 
Length ‘Ai 1 en ath, ae : Date on which nT - 

- SECTION OF LINE. ee anes ai i: BS See | the « dispatching system » : ~~ 

ofthe line. - ia eroner cireuit A). was instituted. oy 

a eats — Sanne “lak 

: Brussels to Namur en hxc tal 62 (39) at 2 circuits each * { ~ A October 41924. ae 
NamurtoCiney . . . . . -f 29(48) -°) 0f108-km- (67 miles) | 47 April 1923, st 

/ Ciney to Arlon. . . 2. . «| 408 (67). | 2 circuits each | 45 December 1922. ya: 
eran Ga yee | of 135 km. (84 miles) ere 3 mh 

Brusselsto Ans . .'... . .{  94(58)- |. 2 circuits each | — 4 June 1922. gai 

Le STEPS, aaa | of 420 km. (74.5 miles) | we 

Ans to Herbesthal. . . . + . 47.(29) 1 circuit . | 15 September 1922, ff . 
of 70 kin. (44 miles) | — we: ; y ay 

Brussels West Suburban. . . . 2% (47) se Sel circuit Dx att -T August 1922. , 2 

z of 35 km. (22 miles) oe : a “ 

Brussels to Denderleeuw. . . . _ 24 (45) ais ha se ( 44 September 1922. =e Ms 

Denderleeuw to Ghent . .. . AT (29) of 200 k Be me ip : 4 miles) ) eo mapcisber eee ; an 

Ghent to Ostend ~ <9. SW 70 (44) es } \ - 27 September 1922. oes 


i) The circuits are of insulated bronze wire (Hacketal) of 2mm.8 (0. 110 inch) diameter, 
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The difference between the length of 
the railway and of its two-wire telephone 
circuit arises from the fact that it is neces- 
sary to include in the circuit certain sta- 
tions and engine sheds which are situated 
off the main line or on lines branching 
from it. These off shoots of the tele- 
phone circuit which are known as 
« antennes » are found to be necessary : 

4° to obtain advice in sufficient time 
of trains running ahead of booked 
timings or of special trains which are 
approaching the line on which the sys- 
tem is in operation; 

2° to ascertain the volume of traffic 
which has to be dealt with by the line; 

3° to keep in touch with the engine 
sheds which, although not situated on the 
line on which the system is in operation, 
are concerned in operating the trains 
which run on this line. 


For these reasons, these branch tele- 
phones have been provided to the stations 
and engine sheds at Schaerbeek, Ronet, 
Bertrix, Virton, Sterpenich and Athus, in 
the case of the line from North Brussels 
to Arlon; to the stations and engine sheds 
at East Ans, Liers, Liége-Vivegnis, Renory 
and Kinkempois, on the line from North 
Brussels to Herbesthal; to the stations and 
engine sheds of Schaerbeek, Jette, Brus- 
sels-Tour-et-Taxis, South Brussels, Uccle- 
Calevoet and Forest-Midi, for the Brussels 
West Suberban line, to the stations and 
engine sheds at South Gentbrugge, North 
Gentbrugge, East Ghent, Ghent-Nouveau- 
Bassin-Formation, Gontrode and _ Ter- 
monde for the line from North Brussels 
to Ostend. 


* 
* * 


As the Minister of Railways has stated 
in the course of the discussion on the 
budget, « the use of the ‘ dispatching sys- 
tem’, which has given very good results, 
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has been largely extended during the year 
4922, and it will continue to be extended 
gradually ». 

Since that time, the new system has been 
decided upon for the following lines : 


1° The line from Namur to Luttre via 
Charleroi (with telephonic branch lines 
to the stations and engine sheds at Roc- 
tiau, Ransart, Lodelinsart, Piéton, Traze- 
enies, Courcelles, La Sambre, Saint- 
Martin, Walcourt and Jumet). This dis- 
trict is covered with very busy lines wita 
a large number of engine sheds, marshall- 
ing and sorting sidings, and with sta- 
tions which have a large amount of local 
traffic; 

2° The line from Schaerbeek-Formation 
to South Antwerp and Antwerp-Zuren- 
borg (with telephonic branch lines to 
the stations and engine sheds at Louvain, 
Termonde, Boom, Aerschot and Lierre). 
This district is difficult to operate by 
reason of sudden fluctuations in the 
traffic from the Port of Antwerp; 

3° The line from Termonde to Louvain 
(with telephonic branch lines to the 
station and engine shed at Aerschot). 
This is a connecting line between the 
lines from North Brussels to Herbesthal 
and North Brussels to Ostend which have 
already been equipped; the adoption of 
a system on the principal connecting line 
between these is a necessity. 


This programme includes the installa- 
tion of a system on 180 km. (112 miles) 
of railway, necessitating two-wire tele- 
phone circuits of 170 km. (106 miles) 
each, and a simple circuit of 90 km. 
(56 miles). 

Besides this, the adoption of the system 
is being considered for several other 
lines, especially the following : 


1° the line from Luttre to South 
Brussels via Braine-le-Comte (with 


ada 
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Lines on which the system is 


\ , or on which it has been de 
EXxpLanaTorRy ; ae ar 


_ NOTE: 


m » is already in operation or on which it is decided upon or proposed. 
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telephonic branch lines to the stations 
of Piéton, Bascoup, La Louviére, Haine- 
Saint-Pierre, Soignies, Clabecq, Quenast 
and Saintes) : 

2° the line from Luttre to South 
Brussels via Baulers. 


These lines have a length of 98 km. 
(61 miles), and it will be necessary to 
erect 200 km. (124 miles) of two-wire 
telephone circuits. 

In addition to this, heavy traffic has 
rendered the operation of the line from 
Ourthe (between Angleur to Marloie) 
very difficult, and it is to be expected 
that the adoption of the « dispatching 
system » on this system will shortly be 
considered. 

Finally, it is proposed to create a local 
« dispatching » post at Schaerbeek for the 
regulation of the internal traffic move- 
ments in this important goods station. 

The effect of this innovation would be 
to concentrate the control in the hands of 
the chief assistant to the station-master, 
who, under the new system, would pos- 
sess information which would allow him 
to control the relation between traffic 
requirements at any time and the avail- 
able facilities for dealing with the same. 

At the present time, in consequence of 
the wide extent of the station and the dis- 
tance between the arrival sidings and the 
scrting sidings, it is not possible for the 
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chief assistant to keep an eye on the whole 
oi the station, and in fact the supervision 
of the traffic is divided up between the 
assistant station-masters who supervise 
the operations in the different sidings, 
and who are not always in possession of 
the information necessary to enable them 
to act in a way which may be the best in 
the general interest. 

By collecting all the necessary infor- 
mation, it will be possible at Schaerbeek 
station, and similarly at the «dispatching» 
posts along the line, to co-ordinate the 
movements so that it will be possible 


— to assist a portion of the sorting 
sidings in which particular difficulty is 
being experienced; 

— to assign the work to each arrival or 


- scrting siding in accordance with the re- 


quirements of the moment; 

-— to regulate and co-ordinate the mo- 
vements of wagons between the various 
portions of the yard; 

— to decide in which order the sidings 
should be cleared in order to receive 
incoming trains. 


It is apparent that such a programme 
in thie case of a large marshalling and 
sorting yard such as Schaerbeek, where 
the daily movements of the wagons (arriv- 
ing and departing) sometimes exceeds 
7600, demands an organisation as com- 
plete as that of the « dispatching system ». 


CHAPTER II. 
Administrative organisation of the « dispatching system ». 


a) Principles with which the « dispatchers » 
and station staffs have to conform. 


The operation of the « dispatching 
system » is regulated on each line by 
special instructions in which it is obvious 
that the same guiding principles will be 


found. These principles, which have 
been modified and brought into line 
with the experience of two years, are 
contained in the following regulation : 


ARTICLE 1, — In practice, the « dis- 
patching system » allows all the infor- 
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mation dealing with the running and 
the composition of trains in a given 
district to be concentrated in the hands 
of the « dispatcher ». This official 
gives, from a central control office, at 
which he has at his disposal the neces- 
sary information, the orders necessary 
to maintain or regain regularity in the 
running of the trains and to co-ordinate 
the operations at the stations and engine 
sheds. 


ARTICLE 2. -— The « dispatching sys- 
tem » is installed in the offices of the 
chief of the traffic department, in se- 
parate groups, for each of the lines 
equipped. 

The system is placed under the con- 
trol of the « chief-dispatcher » assisted 
by a number of « dispatchers » and 
operates continuously. 

The personnel attached to the « dis- 
patching system » office form a part of 
the traffic department staff however, 
and the staff is under the direct orders 
of the traffic department of the other 
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groups on which they operate as regards . 


everything which is concerned with 
their interference with the running of 
trains. 


ARTICLE 3, — A special telephone cir- 
cuit connects the « dispatching » office 
to the stations, halts, engine sheds, and 
certain signal boxes on the line. 

A detailed description of the telepho- 
nic organisation on each line is issued 
as a special instruction which is dis- 
tributed to all the points in communi- 
cation with the « dispatcher ». 

The latter is constantly listening on 
the line, and to speak to him it is neces- 
sary to pick up the receiver, wait for 
the end of the conversation which may 
be going on, press down the button, 
call, and then wait until the «< dispatch- 
er > replies and then communicate with 
“him (1). ~~ a ; 


(1) Normally, the transmitter (microphone) 


It is strictly forbidden for any station 
to use the « dispatching » telephone to 
speak to another station. Except in the 
case of failure of the other telephones, 
this circuit is exclusively reserved for 
communications with the « dispatcher », 
these being messages which deal with 
the running of trains and engines and 
the location of rolling stock. The order 
in which these messages are taken is 
decided upon solely by the « dispatch- 
er >. 

Every employee or official, whatever 
his grade may be, has to conform to 
this rule. 


ARTICLE 4. -— The « dispatcher » cen- 
tralises : 1° the information dealing with 
the running of trains and engines over 
the lines under his control; 2° informa- 
tion as regards the loading and motive 
power and the arrangement of special 
trains (1); 3° alterations which may be 
made in the motive power required or 
in the running of regular (4) or condi- 
tional trains (*). 


is not included in the circuit, only the re- 
ceiver being included; by pressing down on a 
button the transmitter is included in the cir- 
cuit, 

(1) On the Belgian State Railways consider- 
able fluctuation occurs in the goods traffic in 
consequence of the arrival of ships at the sea 
ports, the periodicity of certain operations, 
the delivery of large orders, etc. It is there- 
fore necessary, in addition to the regular 
trains which always run, and to the trains 
which run at regular intervals which may be 
regarded as regular trains, to run conditional 
trains and special trains. 

The regular trains, periodical trains and 
conditional trains are provided for in the 
working timetable, and the provision of mo- 
tive power and train crew for these trains is 
provided for in advance in the appendix to 
the working timetable which is not departed 
from except in the case of failure of locomo- 
tives, late running or accidents. 

On the other hand, in the case of double 
track lines, it is left to the initiative of the 
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He transmits to the stations and loco- 
motive sheds concerned, either as a mat- 
ter of course or on their requesting him 
to do so, the information which he has 
received, and he suggests to these sta- 
tions and engine sheds the best steps to 
be taken, either in individual cases or as 
a whole, in order to ensure a regular ser- 
vice. 


ARTICLE 5. — On the lines on which 
the system is in operation, the stations 
and engine sheds send in to the « dis- 
patcher » all the information dealing 
with the running of trains or consign- 
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ments so that he can transmit them by 
telephone to the stations and engine sheds 
of any other line which is also organised 
under the « dispatching system ». 

However, on the said lines the tele- 
graph is still used for the transmission 
of information directly dealing with safe 
working (« block-system » by telegraph, 
single line working in case of accident, 
breakage of couplings, breakaways, 
occurrance of accidents, line occupied by 
platelayers trolleys, etc.). 

Consequently the intervention of the 
« dispatcher » in sending messages deal- 
ing with late running the alteration or 


operating staff to deal with unforeseen rushes 
of traffic without delay or useless formalities, 
by means of special trains for which neither 
motive power or train crews or timings are 
provided in the working timetable. Diagrams 
(figs. 2 and 3) show the fluctuations which 
occur in the sea port traffic and give an idea 
of the difficulties which are met with in deal- 
ing with the flow of traffic by means of re- 


gular and special trains and in balancing the 


circulation of trains in either direction. 
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Fig. 2. — Fluctuations which occurred, during the month 
of October 1923, in the number of empty wagons 


required at the Port of Antwerp for through traffic. 
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Fig. 5. — Fluctuations 


in the tonnage entering 
Belgian ports during the first nine months 
of 1923. i 
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cancellation of regular trains, the run- 
ning or cancellation of conditional or 
special trains, arrangement of timings for 
special trains, etc., is carried out in ac- 
cordance with the following rules : 


a) He repeats to the station concerned 
on the kines under his control notices of 
the probable late running and of passing 
times which he has received from other 
stations; he then determines the actual 
delay which occurred and informs the 
stations throughout the length of the said 
line of the delay and of the changes which 
are to be made in consequence in the 
order of the running of trains (see also 
articles 16 and 18); 

b) He transmits to the stations and 
sheds concerned information which he 
receives from the stations at which the 
trains are made up, as regards the run- 
ning of conditional or special trains, or 
as regards the cancellation of regular 
trains or of conditional or special trains 
for which arrangements have been an- 
nounced (see also articles 16, 17 and 18). 


The « dispatcher » may also act as an 
intermediary between the stations and 
the running sheds in asking for a change 
of engine to be made, or for an assisting 
engine in the case of an engine failure or 
train which has met with, an accident, 
or to call for the services of the break- 
down gang (see article 29). ‘This inter- 
vention allows him to keep in touch with 
the steps taken, but at the present time 
this is merely done as a supplementary 
precaution, and he does not relieve any 
of the stations from responsibility for 
sending the messages laid down in the 
regulations. 


ARTICLE 6. — The « dispatcher » keeps 
in permanent touch with the stations 
which experience difficulty in regularly 
receiving their trains, he co-ordinates 
the steps to be taken on the lines under 
his control to assist the service at the 
stations, and gives orders to the stations 
at which trains are made up or at way- 
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side stations to cancel, hold back, send 
by another route or temporarily place in 
a siding, trains which are apt to congest 
the lines or the stations to which they 
are destined. 

If these measures cannot be taken with- 
out holding up the work at the sending 
station, the « dispatcher » utilises the 
sidings along the line and decides, in 
agreement with the engine sheds and 
stations concerned, whether ‘the engines 
and train crews should remain where 
they are, or be sent home to their sheds. 

When several trains follow one another 
close in front of a faster train, the « dis- 
patcher » informs the stations of the 
situation and of the available sidings. 
He prevents slow-trains being put into a 
siding too soon by informing the stations 
concerned of the late running, where 
such occurs, of the fast trains which are 
following. 


ARTICLE 7. -— The « dispatcher » ser- 
ves as a liaison between the stations on 
the lines under his control and the mo- 
tive power department for the assistance 
of the trains on these lines which can- 
not keep time, and informs the engine 
sheds of the most urgent cases (see also 
article 23). 

He suggests to the engine sheds the allo- 
cation of motive power which appears 
to him feasible with the engines which 
are as a rule found on the lines under his 
control. 


ARTICLE 8. — The « dispatcher» assists 
the motive power department by accel- 
erating the movement of trains and en- 
gines, and by reducing the standing time 
of locomotives in the stations, by advis- 
ing the sheds of the probable hour of 
arrival of trains worked throughout by 
one engine, and of cases where it is ne- 
cessary to change the engine, and by 
keeping the sheds in touch with the prin- 
cipal traffic events which may have any 
influence on the running of the engines. 


ARTICLE 9. The « dispatcher » 
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transmits to the stations under his con- 
trol, orders which emanate from the 
office dealing with the distribution of 
rolling stock (14). He receives the com- 


munications which have to be passed 
on to this office. 

During the hours when the said office 
is closed, he deals with any exceptional 


(1) On the Belgian State Railways the dis- 
tribution of empty rolling stock is effected by 
two systems which work side by side : by dis- 
tributers and by movements of rolling stock 
which are a matter of rowtine. 

livery day at a stated hour the stations send 
in a statement of rolling stock in their pos- 
session (wagons, according to category, empty 
or loaded) and state the: quantity of empty 
stock necessary for the following day. They 
send in this information in the form of a re- 
turn to the distribution office under whose ju- 
risdiction they come. There is a distribution 
office for each of the eleven divisions of the 
traffic «department. The stations copy the 
particulars of the return sent to the distribu- 
tion office on a « situation card » which is 
sent to the head office of the district. The 
system is divided into 55 districts, each hav- 
ing as its head office a station which is well 
situated as regards its train service to receive 
quickly the « situation cards >. 

As these cards are received, the district 
office makes a summary of the contents and 
sends in the total, either by telephone or te- 
legraph, to the central distribution office estab- 
lished at head-quarters, 

This double advice carried out by the sta- 
tions results in the central distribution office 
on the one hand being informed of the number 
and category of the wagons at the stations 
and of the wagons necessary for each of the 
eleven traffic divisions, and also informs the 
eleven distribution offices of the supply and 
demand of rolling stock at the stations under 
their control. 

While the central distribution office makes 
a suitable distribution of the empty rolling 
stock between the eleven divisions, the latter, 
by means of their distribution office, adjust 
the supply and demand between their various 
stations. 

The routine movements of rolling stock con- 

‘ts in the dispatch of empty wagons as a 
permasent arrangement to certain definite 
destinations. In order to expedite the process, 
the station does not have to receive an order 
to dispatch wagons, but it may send these 
according to their category as soon as they are 
unloaded (unless they receive orders to the 


contrary from the distribution office) to one 
of the destinations laid down in the perma- 
nent instructions; these being, coal mining 
districts, iron works, quarries, corn depots, 
large towns, etc., which have a constant need 
of rolling stock of a particular kind. 

With such an organisation, the « dispatcher » 
has no need to interfere directly with the dis- 
tribution of rolling stock, but his function is 
rather to establish direct and rapid contact 
between the distribution office and the sta- 
tions, and thereby facilitates an efficient uti- 
lisation of the rolling stock. He endeavours 
to find means of effecting a quicker and more 
economical method of conveying wagons to 
their destination and modifies, with this end 
in view, the make-up of the trains. The fol- 
lowing examples illustrate the point : 


a) The distribution office at Namur gives 
orders to Htterbeek (fig. 4) to send 35 covered 
wagons to Hougaerde, and the dispatching 
office at North Brussels instructs Schaerbeek 
to send 50 covered wagons to North Haren. 
If there is not enough accommodation on the 
regular trains, Etterbeek would have to send 
the rolling stock by special train via Gem- 
bloux. 

The « dispatcher » sends the wagons to Hou- 
gaerde from Schaerbeek via Louvain-Tirle- 
mont by means of a ‘regular train on which 
there is accommodation, and Etterbeek, which 
has to provide wagons for North Haren, can 
also do so by means of a regular train. 

In addition to other advantages, this arran- 
gement saves 24 hours in the loading of the 
empty stock at Hougaerde; 

b) The distribution office of North Brussels 
instructs Schaerbeek (fig. 5) to send 50 open 
wagons to Tamines. 


If there is.no accommodation on the regutar 
trains, Schaerbeek proposes to send a special 
train to Gembloux, which is the junction with 
the single line to Tamines. The « dispatcher » 
puts at the disposal of Schaerbeek, two loco- 
motives which are returning to Ronet, and he 
sends the train to Ronet via Namur, which 
results in a regular train going to Tamines 
with sufficient accommodation. The route 
through Gembloux would have necessitated a 
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circumstances which may arise in the 
distribution of the rolling stock. 


ARTICLE 10. The « dispatcher » 
shews graphically the actual running of 
the trains, for which purpose he plots 
on a diagram (1) the departure times of 
trains or engines, and as they proceed 
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along the line, the passing times at dif- 
ferent places. 

In this way the « dispatcher » at any 
moment has a diagram of the trains run- 
ning on the line and consequently is in 
the position to give very precise infor- 
mation to the stations (2). 


high cost for motive power, and it would have 
held up the empty stock at that station during 
seven hours of the night while waiting for 
single line operation to be recommenced. 

(1) On this diagram the time is plotted ho- 
rizontally and the distance between the sta- 
tions vertically this results in a graph in 
which the lines representing the running of 
trains pass from the bottom to the top or from 
the top to the bottom. The scales for the 
distances depend on the density of the traffic 
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Examples of methods adopted by the «dispatcher » with the object 
of adapting the distribution of empty stockfto meet special traffic conditions. 
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and the length of the line under consideration. 
The scale of time is equal to 3 mm. (0.118 inch) 
per minute, as it is necessary to give plenty 
of room between the lines so as to facilitate 
reading. the graph. 

(2) Figures 6 to 9 give diagrams for the 
running of trains which occurred on the 29 Sep- 
tember 1923 in a period of four hours on the 
line from Brussels to Herbesthal. These dia- 


grams are applicable to trains running in both’ 


directions, or may be separated into diagrams 
for either direction, according to whether there 
is one < dispatcher » for both directions or a 
separate « dispatcher » for each direction. 


It may be seen by means of the analysis 
made in the margin of each of these charts : 


1° that the figures marked against the com- 
mencement. and ending of each oblique line re- 
present the delay expressed in minutes if pre- 
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train M559 from Ans to Meirelbeke is taken on to 
tram M548 from Grimde to Ans which had to be stopped at Esemael to allow train 632 to 


This train resumes its normal path on leaving Vertryck 


Moreover, the early running of train 6016 between Waremme and Ans facilitated 


Ans. The « dispatcher » then carried out at Vertryck the complete exchange of engine and 
the running of train 6010, which was behind time. 


train crew of M559 from Ans to Meirelbeke with that of train M553 from Muysen to Grimde. 


2. Goods train 6046 arrives at Landen 56 minutes in advance of the booked time, because the 
which was dispatched from Louvain 45 minutes before time up to the place where this 


Wagons which should have been picked up by that train at Hsemael have been taken by 
train has to be put into a siding. 


special goods trains, and by making use of the secondary stations, avoids the necessity for 
Esemael by engine and train crew from Tirlemont shed; the engine and train crew from 
. Ans which have worked the train, work on the return trip train M554 from Esemael to 


two reliefs at Tirlemont station ; 


SHORT ANALYSIS 
4. The « dispatcher » makes very good use of the engines and train crews provided for hauling 
pass. 


3. The late running of international train 54 has not affected the running of goods train 6158 


after being able, by reason of its early running, to attach some special wagons at that place. 
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unsatisfactory features in the running of 
the trains, and especially the time lost 
by trains and engines in the stations or 
on route, the poor utilisation of motive 
power by the stations and any abnormal 
standing time of engines working trains 
that have been put into sidings for an 
indefinite time. 

The « dispatcher » attaches to his daily 
chart a return showing the irregularities 
which he has noticed. The head-quar- 
ters train office can then compare the 
chart with the guards’ journals, look into 
the irregularities which have occured, 
and, if necessary, investigate on their 
own account, or on the suggestion of the 
« chief dispatcher », the modifications 
which it may be well to make in the time- 
tables in order to facilitate the work of 
the stations, or to make better use of 
periods during which the traffic is least 
dense. 


ARTICLE 11. — The « dispatching » 
staff is organised in such a manner. that 
they go over the line at least twice per 
month in order that they may be kept 
in touch with any alterations which have 
been made in the lay-out of the stations 
or in the traffic working at the same. 


ArTICLE 12, — Necessary steps are 
taken so that the requirements of the 
« dispatcher » are immediately met. He 
is put into possession without delay of 
information which is described later, 
and also of any additional informa- 
tion which he may ask for. These 
arrangements are dealt with in local 
instructions issued by the  station- 
masters; in these are laid down, in a 
minute manner, for the guidance of all 
the station staff, all the information 
which the local operator should transmit 
to the « dispatcher ». A copy of these 
local instructions is sent to the « chief- 
dispatcher ». 


ArticLe 13. — All the stations and 
signal boxes concerned haye to: imme- 
diately inform the « dispatcher » of any 
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Fig. 8. — Copy of a chart kept by 
SH 
1. It may be noted that the banking engines which do not require coal and water or have no engine duties 


trip in the minimum time. 


2. Engine No. 56, having assisted passenger train 665, is sent for shunting at Liége Station. 


This work whi 


of the late running of 10050 and of the use for a special train from Ans to Liége, of a light engine proceec 


changes which they may make in the 
order or the running of trains (trains put 
into sidings or cancelled) and_ excep- 
tional shunting or other operations which 
may delay a train. Thev also immedia- 
tely advise the « dispatcher » of casual- 
ties, broken couplings and any other in- 
cidents which may have an effect on the 
regularity or the security of trains, but 
these advices only serve as information, 
and do not relieve the stations or signal- 
inen from the necessity of taking the pre- 
cautions for securing safety which are 
laid down in the rules. 


ARTICLE 14. — As regards advice of the 
arrival, departure or passing times of en- 
gines, only the stations mentioned in a 
special list published for each line have 
to do this, and they only do this as laid 
down in the list. Only one message need 


be made for arrival and departure in the 
case of trains which do not stand at the 
station for more than five minutes. 


ArticLE 15. — The messages should 
be as brief as possible and without any 
useless comment (see also article 3, 
paragraph 3). 


Examples : 


— Haversin has a message to trans- 
mit, it calls « Haversin speaking ». 

— The « dispatcher » is ready and 
says « Haversin go on ». 

— Haversin says: « 1284 passed Ha- 
versin 19 h. 22 », 

— or « 6946 arrived Haversin 19 h. 10; 
where are 1284 and 1256? » 

— The « dispatcher » repeats informa- 
tion received « 1284 hese. Haversin 
19 h. 22 », 


Se See ae 
- ce eee 
2 a Se a 


Bese Der aN 
ee HR eat N eS 


lispatcher ) for the section Ans to Angleur. 


YALYSIS : 


ntegnée, return to Liége immediately after their arrival at the top of the incline; these engines make the round 


ler the old system would save necessitated an additional engine, has been carried out by engine 56 in consequence 
n Louvain to Herbesthal; in the ordinary way this work would be done by engine 56. 


or « 6946 arrived Haversin 19 h. 10; _ lation of regular trains or special trains, 
1284 and 1256 on time », the running of which has been already 
or « 6946 arrived Haversin 19 h. 10; advised. 
1256 on time and 1284 RTP (probably The information supplied by the « dis- 
late) 45 at Naninne; if 6946 is ready at patcher » only deals with lines on which 


19 h, 48 send on ahead of 1284, » the « dispatching system » is in opera- 
— Haversin closes the conversation tion, It is left to the stations at which 
by the word : « finished ». these lines end, or which are the stations 


_ — The « dispatcher » if he has noth- adjacent to the junctions, where the 
ing further to say, repeats: « finished ». trains leave the line operated under this 


In case of great urgency, a station may ‘System, to repeat in the ordinary way 
interrupt a message by calling its name the information obtained from the « dis- 
and saving <« urgent », « Haversin calling patcher » to the stations situated outside 
urgent ». the district in which the system is in 

: operation, 

ARTICLE 16. — The stations communi- 
cate without delay to the « dispatcher », ARTICLE 17, — To order the running 
who in accordance with article 5, in- of a special train or to cancel a special 
forms them of the probable and actual train, for which instructions have 
late running of trains, the running of already been given, the station at 
trains in special timings, or the cancel- which the train is made up, or 
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vars ads ‘Tt may be noted that sotia indie 
. The running before time of goods “iain 10098 and of return train 410099 all ; 
without inconyenience have been taken by goods train 8053, whieh, is wy 


In the case of Ae 
light engines for w 
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the crossing or junction ‘station, im- 
mediately informs the « dispatcher » of 
the advices which he has to distribute 
in view of such instructions, and it is 
the duty of the « dispatcher » to repeat 
these advices to the stations and sidings 
concerned on the lines in which the 


the iat ete l 
system is in operation. 


repeat in the ordina 
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- the section Angleur to Herbesthal. 


IALYSIS : 


3 and 5004 run in advance of the booked timing. 
these trains to work a special train of coaching stock from Olne to Verviers-Ouest. These coaches could no 
wld have had to leaye at Trooz a number of wagons in order to be able to take the coaches to Olne.. 


vices sent out by the « dispatcher » to 
the stations situated outside the zone in 
which the system is in operation, in 
accordance with the regulations. 


ARTICLE 18. — As regards advices of 
the running, cancellation or late running 
of regular, conditional or special trains, 


which before passing on to the line 
worked under the system have to run 
over a section which is not worked by 
this system, it is the duty of the « chief- 
dispatcher » to lay down by a special 
instruction addressed to the stations 
concerned, the means by which informa- 
tion as regards the starting or late run- 


350 : 
20 


ning of these trains is to be transmitted, 
as regards the intervention of the « dis- 
patcher. » in transmitting this informa- 
tion. 


ARTICLE 19. — In order that the pro- 
vision of reliefs may be carried out on 
the information of the « dispatcher » 
within the time laid down for the requi- 
sition of motive power for special or 
conditional trains, or for the announce- 
ment of the cancellation of regular trains 
(4 and 6 hours respectively), it is neces- 
sary that the advices mentioned in ar- 
ticles 16 and 17 should be sent to the 
« dispatcher » as soon as the running or 
cancellation of the trains has been de- 
cided upon. 


ARTICLE 20. — It goes without saying 
that the form of telephonic advice sent 
to the « dispatcher » on any subject 
whatever by the station-master must con- 
form with the instructions given on this 
matter. 


ARTIGLE 21. — A station-master, be- 
fore sending a demand to a running shed 
for an engine to haul a special train 
running wholely or partially on the line 
in which the system as in operation, 
should get into touch with the « dis- 


(1) The following considerations indicate in 
what manner the « dispatcher » can _ best 
assist : 

Although stations at which trains are made 
up remain the best judges of the need of run- 
ning a special train or of the time to fix for 
its departure, the « dispatcher >» can advise 
them, however, to start the train earlier or 
later, either because the motive power and 
train crew of a special train running in the 
opposite direction may be utilised for the re- 
turn journey, or because exact knowledge of 
the traffic conditions on the line enable the 
« dispatcher » to realise that the time chosen 
for the departure of the train is not one which 
will allow a good run to be obtained (owing 
to having to be put into siditigs too many 
times or too much standing time, etc.). 

On the other hand, regular trains are not 
always made up to the maximum load, and the 


patcher » in view of the possibility of 
being able to use an engine which may 
be found to be available on the line. 

If the « dispatcher » is not in a posi- 
tion to assist, the station-master applies 
to the running shed and telephones with- 
out delay to the « dispatcher » the word- 
ing of his requisition (+). 


ARTICLE 22, — Stations on the line on 
which the system is in operation, in the 
case of every special train which is made 
up thereat, or which originates from some 
station beyond and which enters the line 
on which the system is in operation, 
inform the « dispatcher » without delay 
of : 


— the origin and destination of the 
train; 

— departure time and number of the 
telegram announcing its departure; 

— the load and number of ~agons for 
each point; 

— the numbers, types and owing sheds 
of the engines and the time at which the 
footplate staff of the engine commenced 
duty ; 

— the station providing the head guard 
and the time at which he commenced 
duty ; 


« dispatcher » uses the means of obtaining 
rapid information which he has at his dis- 
posal in order to find the necessary wagons 
to make up these loads and to obviate either 
totally or partially the small and incomplete 
loads waiting for dispatch at the stations. 
The « dispatcher » can also investigate : 


1° The cancellation at some particular point 
in its journey of a special goods train of 
which the loading is light or will be consider- 
ably reduced at successive stations; 

2° Haulage by one engine only, when the 
assisting engine, within certain limits, is only 
necessary on account of a few wagons more 
than the booked load which can be left behind 
without any inconvenience. 


To sum up, the « dispatcher » endeavours to 
run both the regular and conditional trains 
as fully loaded as possible. 
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— the stations providing the brakes- 
men and the time which they commenced 
duty; 


These stations give similar information 
for all cases of special light engine run- 
ning : : 

— origin and destination; 

— departure time and the number of 
the telegram announcing its departure; 

— number of the train to be worked, 
or from working which engine is return- 
ing to shed; 

_— numbers, types and owning sheds 
of the engine and if they are in need of 
repairs; 

— hour at which the footplate staff of 
each engine commenced duty. 


Except when expressly asked by the 
« dispatcher »,; the stations need not 
inform him of the make up of regular or 
conditional trains, or of particulars of 
motive power and train crews, if the 
latter conform with the printed instruc- 
tions. If there is any discrepancy, the 
« dispatcher » should be informed of the 
changes by the station which has put 
these into effect, if this happens to be on 
the line on which the system is in oper- 
ation, or otherwise by the first relieving 
station on the line operated under the 
system if the changes have been made 
before the train passes on to the line so 
operated. 


ARTICLE 23. — In accordance with ar- 
ticle 7, and as a check an the general 
situation, the stations on the line oper- 
ated under the system give the <« dis- 
patcher » daily, at 8.0 a. m., the follow- 
ing information : 


1° The regular, conditional and spe- 
cial trains which should run either to- 
tally or partially on the line operated 
under the system and those which are 
in abeyance; - : 

2° Special trains which it is intended 
to run on the said line. 


= 
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These particulars should include : 


— the number of train, or in the case 
of a special train, its origin and destin- 
ation; 

— the number of wagons for each 
destination and the load; 


— the date and hour fixed for the 
starting time. 


ARTICLE 24, — Stations ask the « dis- 
patcher » for any information dealing 
with the running of trains which may 
be of use to them. 

Thus, for example, a station-master or 
his assistant who receives a train which 
has to be shunted or put into a siding 
should, before commencing operations, 
announce the arrival of the train to the 
« dispatcher » so that he may, if neces- 
sary, receive from the latter the most up 
to date information of the running of 
other trains, the position of which may 
result in an alteration in the procedure 
to be carried out bv his station. 

Before sending forward a slow train, 
stations should find out how the siding 
and lay by accommodation ahead is 
situated in the direction in which the 
train is running. If the slow train is 
behind time and is followed after a short 
interval by a faster train, the stations 
consult the « dispatcher » as to the possi- 
bility of sending forward the first of 
these trains. Moreover, the stations 
should be careful, before sending forward 
a slow train out of its proper running 
time, to obtain the latest information 
from the « dispatcher » as regards the 
position of the faster trains which have 
previously been announced as running 
behind time. Finally, before sending 
away a goods train in advance of its 
official starting tiie, the station-master, 
or his assistant, should get into touch 
with the « dispatcher » so as to verify 
when this may be done without affecting 
the running of subsequent trains or 
interfering with the working of a station 
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where it is intended to pui the train 
irto a siding. 

The stations may at any time obtain 
information from the « dispatcher » as 
regards the number and position of the 
trains travelling towards them, and ar- 
range their work in accordance with 
the information, and if the situation re- 
quires it, may ask the « dispatcher » that 
trains which they are not in a position 
to receive may be held back in a siding 
on route (see also article 6). 


ARTICLE 25. — Stations receive through 
the « dispatcher » orders from the roll- 
ing stock distribution office. They 
transmit through the same channel any 
comments on these orders, in addition 
to any other communication to be made 
to the said office [see also article 9 (4) 1]. 


‘ARTICLE 26, — The new organisation 
does not cancel or in any way modify 
the regulations as to the responsibility 
of the station-master, nor does it inter- 
fere in any way with the running sheds. 

The station-master remains responsible 
for the measures which have to be taken 
in order to assure a regular and safe 
train service. Moreover, the informa- 
tion which he is able to obtain quickly 
through the « dispatcher » allows him 
to act with a full knowledge of the si- 
tuation, and he will have no excuse for 
holding. back a train in a way which 
would be unnecessary if he had obtained 
information from the « dispatcher ‘». 

The « dispatcher », who is better ac- 
quainted with the general position than 
the station-master, can advise him either 
on his own account, or when asked to do 
so, as to the best steps to be taken in 
view of the situation, and makes arran- 
gements with him in order to carry these 
out. 

The « dispatcher » takes responsilility 
for the advice which he gives, and this 
responsibility naturally also falls on the 
station-master if the latter does not strict- 
ly comply with the. advice or leaves the 
« dispatcher » in ignorance of facts 
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which may modify the instructions gi- 
ven. 

In such cases, the < dispatcher », as 
representative of the head of the traffic 
department, may give orders to the sta- 
tions to hold back, to put in a siding, 
to send by another route, or to cancel 
trains which may cause congestion on 
the line, or in the stations for which 
they are destined, or to join two 
trains into one train in cases where 
this should give any appreciable ad- 
vantage from the point of view of 
regularity or economy (see article 6). 


ARTICLE 27, — The locomotive sheds 
should not hesitate to ask the « dispatch- 
er » for any information dealing with 
the running of trains whenever they are 
affected. They may, for example, at 
any time, obtain information about the 
engines working special trains running 
on the lines operated under the system, 
and may find out the position and the 
approximate arrival time at any place 
of a train which requires to change: en- 
gines or whose engine is required for 
a return trip. The engine sheds have 
no excuse for making a mistake which 
could have been avoided if information 
had been obtained from the « dispatch- 
er ». (See also article 8.) 


ARTICLE 28, — When the sheds receive 
a demand from the stations for an en- 
gine to haul a special train, which will 
run either partially or totally on a line 
operated under the « dispatching sys- 
tem », they get into touch with the « dis- 
patcher » with the object of making the 
most suitable arrangements in view of 
the general situation. The « dispatch- 
er > as a rule will propose arrange- 
ments which appear to him can be ¢ar- 
tied out with the engines which are nor- 
mally available on the line operated 
under the system. (See also article 7.) 


ARTICLE 29, — On the .line operated 
under the « dispatching system » drivers, 
who in the course of the journey find it 
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necessary to ask for an assisting engine 
or to change engines, should get into 
touch verbally by making a stop, or by 
slowing down to a very low speed at the 
first station they come to, so that they 
may send through the « dispatcher » the 
request which they think necessary. 


ARTICLE 30. — If the relieving trains 
crews are not available, engine sheds and 
brakesmen’s depots immediately inform 
the « dispatcher » so that he can, in con- 
junction with the stations, hold back on 
route trains which may congest the line 
and the relieving stations, or may ask the 
assistance of the neighbour-engine sheds 
and brakesmen’s depots. 


ARTICLE 31. — The « dispatcher » does 
not alter engine workings except in 
agreement with the motive power depart- 
ment. 

He may, however, having first got the 

consent of the shed concerned, and where 
he considers that it is in the interest of 
_the service to do so, alter engine work- 
ings provided that they return to their 
shed, in the limits of the booked time 
and that they are employed for an equiv- 
alent service on the same line. 


b) Description of the telephonic organisation 
on the section from Brussels to Ciney, 
which has been taken as an example. 


We have seen, in article 3 of the pre- 
ceding chapter, that the telephone orga- 
nisation for each section of the line is 
dealt with by local instructions. These 
instructions give the offices included in 
the circuit and lay down the information 
which they have to give automatically to 
the « dispatcher » and gives some 
practical hints on the proper use of the 
telephone apparatus. A map showing the 
equipment of the section (figs. 10 to 14) 
and a list of the offices which have to 
announce the arrival, departure or pass- 
ing times of trains or engines (table 1) 


complete the instructions. Unnecessary 
messages are avoided so as not to throw 
unnecessary work on the station staffs 
or on the « dispatcher »; moreover, the 
supplementary work of keeping in touch 
with the « dispatcher » is divided be- 
tween several neighbouring offices, in 
each case as circumstances demand, and 
it is possible in this way to avoid any 
increase in the staff. 

On the section from Brussels to Ciney, 
for example, the offices in permanent 
connection with both of the two cir- 
cuits are : 


North Brussels (central « dispatching » 
office) ; 

North Brussels (central station tele- 
phone office) ; 

North Brussels (rue des Palais signal 
box) ; 

North, Brussels (engine sheds) ; 

North Brussels (Josaphat Junction si- 
gnal box) ; 

Schaerbeek (passenger station) ; 

Schaerbeek (engine sheds) ; 

Schaerbeek (marshalling sidings) ; 

Brussels-Quartier-Léopold (signal box 
No. I); 

Brussels-Quartier-Léopold 
station-master’s office) ; 

Brussels-Quartier-Léopold (signal box 
No. II, block 1); 

Etterbeek (block 3); 


(Assistant 


Etterbeek (Assistant station-master’s 
office) ; 

Etterbeek (block 4); 

Boitsfort; 

La Hulpe; 

Ottignies (block 16) ; 

Ottignies (Assistant station-master’s 
office North Station) ; 

Ottignies (Assistant station-master’s 


office South Station) ; 
Ottignies (block 17); 
Gembloux (block 23); 
Gembloux (Assistant 
office) ; 
Gembloux (block 24); 


station-master’s 


aya) 


EXPLANATORY NOTH. 


Office with key for calling up the central office . 
of the « dispatcher ». 

Office with key for calling up the central office 
of the « dispatcher » and a switch to the 

- block post. 

Office without calling up key, but which can 
by means of the ordinary telephone cut into 
the « dispatching » circuit, 

Engine shed connected to the « dispatching » 
circuit. 


Fig. 10. — Map showing the equipment of the « dispatching system » 
on the section North Brussels to Ciney. 
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EXPLANATORY NOTE. 


4 Office with key for calling up the central office of the 
« dispatcher ». 
j Office with key for calling up the central office of the 
« dispatcher » and a switch to the block post. 


[® 


Office without calling up key, but which can by means woe shebst 
of the ordinary telephone cut into the « dispatching » ‘i Virton Sard. 
circuit. . 


® Engine shed connected to the « dispatching » circuit. 


Fig. 11. — Map showing the equipment of the « dispatching system » on the section Ciney to Arlon. 
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EXPLANATORY NOTE. 


« Dispatching » telephone circuit Ghent to Ostend (with branch line to Denderleeuw via Block 5). 
« Dispatching » telephone circuit Ghent to Denderleeuw and Termonde. 

Branch circuit Denderleeuw to Brussels. 

« Dispatching » telephone circuit North Brussels to Denderleeuw. 

Branch circuit Denderleeuw to Alost (North). 

« Dispatching » telephone circuit Brussels West suburban line. 

Office with key for calling up the central office of the « dispatcher ». 


Office with key for calling up the central office of the « dispatcher » and a switch to the block post. 
Office without calling up key, but which can by means of the ordinary telephone cut into the « dispatching » 


Engine shed connected to the « dispatching » circuit. 


Fig. (4. — Map showing the equipment of the « dispatching system » « 
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Brussels West suburban line and on the line North Brussels to Ostend. 


Offices 
which have to report arrival, 
departure or passing times 
of trains or engines. 


North Brussels (central telephone 
office). 


Rue des Palais signal box. . . . 


Josaphat signal box. ..... ¥ 


Brussels (Q.-L.), signal box I. . 
Brussels (Q.-L.), signal box II. 


Etterbeek (block No. 3)..... 


Etterbeek (block No. 4)... .. 


Block 5 or Watermael .. .. 


Ottignies (block No. 46)... . . 


TABLE 1. 


Direction of running 
to which these reports apply. 


Only reports passing times of 
engines running to Brussels 
(Q.-L.), and gives the trains 
which they are to work. 


from Brussels (Q.-L.). 


to and from Brussels (Q.-L.), 
excluding trains and engines 
running to North Brussels. 


to and from Josaphat Junction, 
excluding trains running to 
Htterbeek which do not stop 
at Brussels (Q.-L.). 


to and from Htterbeek, excluding 
trains running to Josaphat 
Junction which do not stop at 
Brussels (Q.-L.). 


to Watermael, each report being 
completed by the words « by 
fast line » or « by slow line » 
according to the booked work- 
ings of the train or engine. 


to Watermael, excluding engines 
and trains running on the fast 
line. 


to Etterbeek, each report being 
completed by the words « by 
fast line » or « by slow line » 
according to the booked work- 
ings of the train or engine. 


to Groenendacl sass) ame) suas) 4 eles 
dor BOitsfor Wan aes wc use, cose 
to Ottigniéss) 5 = pane eee 


to La Hulpe, each report being 
completed by the words « by 
third line » if the train or 
engine proceeds by the devia- 
tion between Genval and La 
Hulpe. 


to and from Profondsart, ex- 
cluding trains and engines to 
Mont-Saint-Guibert which are 
not booked to stop at Ottignies. 


Additional information 
to be given 
under certain conditions. 


reports in the other direction of 
running, arrival and departure 
times of goods trains and of 
engines making a booked stop. 


Offices 
which have to report arrival, 
departure or passing times 
of trains or engines. 
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TABLE 1 (continued). 


Additional information 
to be given 
under certain conditions. 


Direction of running 
to which these reports apply. 


Ottignies (block No. 17). ... . 


Block 19 or. Mont-Saint-Guibert. 
Block 24 or Chastre.... 2... 


Gembloux (block No. 23)... . 


Gembloux (block No. 24)... . 


Block 27 or Saint-Denis-Bovesse. 


Block 28%#s or Rhisnes .... . 


Namur (block No. 30)..... . 


Namur (block No. 31)... .. . 


Jambes (Secours) (bl. No. 32b%5), 


Jambes (Secours) (bl. No. 32¢er’). 


LOUBLANMMONGs tows a; es Fase 


orb lanmontaenist. © ls foc wee 


| to and from Mont-Saint-Guibert, 


excluding trains and engines | 
running to Profondsart which 
are not booked to stop at 
Ottignies. 


reports in the other dire. tion of 
running, arrival and departure 
times of goods trains and 
of engines making a booked 
stop. 


to and from Hrnage, excluding | 
trains and engines running to 
Lonzée which are not booked 
to stop at Gembloux. 


to and from Lonzée, excluding 
trains and engines running to 
Ernage which are not booked 
to stop at Gembloux. 


reports in the other direction of 


POPININISDC Steet, 5 oles ot le helt running, arrival and departure 

times of goods trains and 

to Saint-Denis-Bovesse ..... of engines making a booked 
stop. 


to and from Rhisnes, excluding 
trains and engines via Jambes 
(Secours) which are not booked 
to stop at Namur. 


to and ‘rom Jambes (Secours), 
excluding trains and engines 
running to Rhisnes which are 
not booked to stop at Namur. 


deals with both directions of 
running, excluding trains and 
engines which do not stop at 
Jambes (Secours). 


deals with both directions of 
running, excluding trains and 
engines which do not stop at 
Jambes (Secours). 
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TABLE | (continued). 


: Offices : Ree oe : Additional information 
which have to report arrival, Direction of running PR ey 
departure or passing times to which these reports apply. Maaaricon ae sonditibies 


of trains or engines. 


Naninne (block No. 35)... .. to:Sart-Bernarde |) Sie jie ene reportsas regards the other direc- 
tion of running, the departure 
times of trains which have 
been standing on the through 
siding line. 


Block 356is or Nanione. .... from Sart-Bernard ....... reports as regards the other direc- 
tion of running, the arrival 
and departure times of trains 
and engines which make a 
booked stop; the departure 
time is sufficient if a train or 
engine coming from Dave 
(State Railway) have heen 
accommodated on the through 
siding line; the arrival time is 
sufficient if a train or engine 
coming from Sart-Bernard 
has been accommodated on the 
through siding line. 


Assesse (block No. 39) ..... to: Wlorée Wiese tort. nacho sre reports as regards the other direc- 
tion of running, the departure 
times of trains which have 
been standing on the through 
siding line. 


Block 39bis or Assesse. ..... from Borge. tent = ean cee reports as regards the other direc- 
: tion of running, the arrival 


and departure times of trains 
or engines making a booked 
stop; the departure time is 
sufficient if a train or engine 
coming from Courriére has 
been accommodated on the 
through siding line; the ar- 
rival time is sufficient if a 
train or engine coming from 
Florée has been accommodated 
on the through siding line. 


Ciney (block No. 43) ...... to and from Natoye. 
Saint-Denis-Bovesse (booking office) ; Ronet (central station telephone of- 
Saint-Denis-Bovesse (block 27); fice) ; 
Namur (block 30); Ronet (engine sheds) ; 
Namur (engine sheds) ; Jambes-Secours (block 32bis) ; 
Namur (central station telephone. of- Jambes-Secours (block 32/er); 
fice); f Jambes-Secours (assistant station-mas- 


Namur (block 31); ter’s office) ; 


Naninne (block 35); 

Assesse (block 39); 

Assesse (booking office) ; 

Assesse (block 39bis) ; 

Natoye (booking office) ; 

Natoye (block 41); 

Ciney (block 43) ; 

Ciney (assistant station-master’s of- 
fice) ; 

Ciney (engine sheds). 


As regards the following stations, 
which as a rule are not open at night, 
during the day the station, and during 
the night, the signal box, are alternati- 
vely connected to the central office, in 
accordance with the position of the 
switch : 


Block 5 or Watermael; 

Block 9 or Groenendael; 

Block 13 or Genval; 

Block 19 or Mont-Saint-Guibert; 
Block 21 or Chastre; 

Block 28bis or Rhisnes; 

Block 35bis or Naninne; 

Block 37 or Courriére. 


The rule is, that the signalman only 
takes over the station-master’s duties as 
regards reporting to the « dispatcher » 
during the hours when the station is 
closed. 

As regards the following subsidiary 
offices, the central office has no means 
whereby the « dispatcher » can include 
these in the circuit : 

Block 7; Rixensart; Profondsart; Blan- 
mont; Ernage; Lonzée; Beuzet; block 29; 
Dave-Etat; block 36. 


However, these offices, like the others, 
have special telephones which allow them 
when they desire to cut into the circuit 
and speak to the « dispatcher ». 

Each office along the line has two 
telephones, one for each direction of 
running. The instrument marked : « to 
Ciney » is used for exchanging commu- 
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nications regarding trains running in 
the direction from Brussels to Ciney; 
while the telephone marked « to Brus- 
sels » is used for exchanging communi- 
cations regarding trains running in the 
direction from Ciney to Brussels. This 
distinction in the use of the two instru- 
ments must be rigorously observed, as a 
separate « dispatcher » is in charge of 
the running in either direction. 

Each instrument is fitted with an 
indicator so that the operator at a station 
along the line can at once see which 
instrument he has to answer. 

Moreover, the indicator shows the 
operator when coming into the office 
that the « dispatcher » has called him 
up. 
The subsidiary offices mentioned 
above have only one telephone, but they 
can cut into either of the circuits by 
means of a switch. 


c) Division of the line into sections in con- 
nection with the « dispatching system ~. 


Diagram (fig. 15) shows how the line 
worked under the new system has been 
divided up into sections. 

On the Belgian State Railways, the 
length of the sections has not been based 
on the working limits of the telephone 
apparatus, but this has generally been 
fixed in accordance with the length of 
line which can be effectively handled by 
the « dispatcher », whose task is very 
arduous on account of the density of 
traffic, the number of stations (on the 
average one every 3 km. or 1.8 miles), 
and the large number of matters with 
which he has to deal. 

What is the maximum amount which 
can be effectively handled by one « dis- 
patcher »? 

In order to answer this question and 
to determine the amount of work to be 
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Fig. 145. — Diagram showing how the lines worked under the « dispatching system » ; 


EXPLANA! 


® Central « dispatching » instrument. The letters A, B, C, ete., indicate th 
+za Selector instrument. 
“ame Selector instrument with switch®to block. 
+5 ~=Telephone apparatus for offices without selector. 
-~ca Branch line connecting some of the central « dispatching » offices. | —__———__ Proposed « dispatching 


Existing « dispatching: 
have been decided up 
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livided into sections and how connection between the central offices is provided for. 


YY NOTE. 


ious « dispatchers », 


Extension of an existing « dispatching » circuitsoas to establish 
connection between « dispatchers » at different offices. 
Proposed extension of the «dispatching» circuit so as to 


establish connection between « dispatchers » at different 
phone circuits, offices. 


phone circuits or circuits which 
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allotted to a « dispatcher », one must 
consider the following points : 


a) the number of telephone messages 
from the various offices; 

b) the number of advices of late 
running, alterations or special arrange- 
ments. given on the telephone by the 
« dispatcher »; 

c) the number of instructions given 
by the « dispatcher » for the efficient 
utilisation of trains and motive power, 
to obtain the best use of empty stock and 
to reduce the cost of motive power and 
the necessity for special trains. 


For this reason the division of the 
line into sections has to be specially 
considered in each particular case, 
taking into account the number of trains, 
the number of offices to be included in 
the telephone circuit and traffie condi- 
tions on the line. These conditions 
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depend especially on the variation in 
the speeds of various trains, the number 
of points at which engines are changed 
and the frequency of fluctuations in the 
traffic, because it is the latter which 
cause the running of special trains. 

Experience shows that the limits of 
the capabilities of a « dispatcher » is 
reached on the section Angleur to 
Herbesthal where, according to statis- 
tics, 2510 messages (*) are exchanged in 
24 hours over the « dispatching » circuit. 

On the line from Brussels to Ans, the 
number of messages to be exchanged with 
nermal working is 4.900 (1) (207 bes hour 
end intermittantly at the rate of 4 per 
minute), and it is not possible to deal 
with the whole of this line by means of 
one « dispatcher », or te pass all these 
messages over one circuit. 

For this reason the telephone circuit 
is doubled, and each circuit deals only 


(1) Statement of messages exchanged on some of the « dispatching » circuits, 


g Angleur Brussels Brussels Ciney 
= to Herbesthal to Ans 10. Ciney to Arlon 
section. section. section. section. 
Number of trains (in both directions of ; 
running). t= : 130 £60 147 140 
Number of messages coat out Orr 2% 
offices relating to the Passing: of trains 
and engines. 1 270 2 150 2 120 1 900 
Number of messages sent ont iby tiie “ dis- : 
patcher » to ensure regularity of running 
(crossings, putting into sidings, etc.). 540. 4 600 1 570 1 410 
Number of messages sent out by the 
« dispatcher » which are dealt with by 
telegraph, (late running, alterations in 
working, timings for special trains, etc.). 500 760 750 810 
Number of conversations between the « dis- 
patcher » and the stations and running 
sheds in connection with the oe r 
of motive power 150 260 250 410 
Number of messages in Boo ae ae 
the distribution of rolling stock 50 200 240 300 
Total number of messages exchanged over 
the circuit. 2 510 4 970 4 900 4 830 
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with one direction of running so as to 
avoid the necessity of splitting up the 
section from Brussels to Ans,.which would 
have been detrimental to the regulation 
oi the traffic and to the efficient utilisa- 
tion of the freight engines, whose com- 
plete trip generally extends from Brus- 
sels fo Ans. This division into two cir- 
cuits makes it necessary for the « dis- 
patchers » (although it must be under- 
stood that they are in the same office) to 
interchange between themselves a large 
number of messages which would take up 
a large part of their time (notes with re- 
gard to timings of trains, with the load- 
ing and composition of trains, as regards 
motive power and train crews, or oper- 
ations to be carried out in the various 
stations, etc.). 

However, to use one circuit for each 
direction of running and to employ two 
« dispatchers » for one section, it is ne- 
eessary that each direction of running 
should possess its own siding accommo- 
dation so as to avoid too frequent crossing 
of the other line and consequently too 
many messages to interchange between 
the two « dispatchers ». However, in 
exceptional cases where trains are put into 
a siding and have to cross the other line, 
the « dispatchers » can easily work in 
conjunction, since they “are working op- 
posite each other (+). 


d) Co-ordination of the work on a line divided 


into sections or on neighbouring lines which 
interconnect. 


When hy reason of the length of a 
line it is necessary to operate the « dis- 


(1) We refer readers who require more com- 
plete information on the relative advantages 
of the one circuit or 2 circuit systems to an 
article by Mr. Lamalle, Chief Engineer, Direc- 
tor of Administration, in the Bulletin of the 
International Railway Oongress Association, 
November 1922 number, p. 1355. 
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patching system.» from a number of 
points, it is necessary to have special 
means whereby the control influenced 
by the « dispatchers » is not relaxed or 
altered at the points where the various 
sections join up. 

If this liaison between the « dis- 
patchers » in charge of the adjoining 
sections is not maintained, the railway 
rapidly loses its efficiency and contra- 
dictory orders may frequently be a source 
of confusion. In their mutual dealings, 
the « dispatchers » of neighbouring 
sections should not merely consider the 
interests of their own particular section, 
but the general interests of the system 
at large. 


If a section. towards which trains are 
running is in danger of becoming con- 
gested, the « dispatcher » on the preced- 
ing section should not wait till his 
colleague asks for his assistance. He 
should not let the trains pass the last 
available siding accommodation until he 
has found out on his own account that 
the trains which he is sending on can 
be dealt with further along the line. 
This it must be understood is on the 
assumption that the section which is 
congested has not already asked for 
assistance, as such aid can under no 
circumstances be refused. 


These principles are implicitly stated 
in special instructions, which lay down 
the conditions under which the « dis- 
patchers » of two consecutive sections 
should interchange information or ad- 
vices from one section to another. It is 
specially mentioned that : 


1° The « dispatchers » should com- 
municate to each other (either on their 
own initiative, or when asked to do so), 
all the information which stations are 
required to furnish as regards train run- 
ning on the several lines or sections of 
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line operated under the system which 
connect with each other; 

2°. They are to keep in continual touch 
with each other in order to assure the 
regular interchange of their trains, to 
take the necessary steps to assist-the traf- 
fic on a line which is congested, and to 
give orders to cancel, hold back or send 
by another route trains which are liable 
to congest the line. 


Especially should they act in perfect 
unison when it is a question of regulating 
the flow of traffic at the approach to 
important junctions (4). A case which 
has particularly to be avoided under 
these circumstances and which may be 
avoided by careful regulation, is that of 
a train occupying a main line which 
cannot be accepted on the branch over 
it has to proceed, and which thereby 
completely holds up the traffic to the 
other branches (2) ; 

3° They should inform one another 
when regular trains or special trains are 
delayed by engine failures and also of 
special trains which it is intended shall 
be run. 

In order to assist in the working of 
these trains, they give timely notification 
to all those concerned in their operation 
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(available light engines and spare train 
crews, available accommodation on re- 
gular of conditional trains) and they 
work together in suggesting to the run- 
ning sheds the most suitable methods of 
working the traffic; 

4° They work together in finding suit- 
able natine for engines returning to the 
shed. 


On the Belgian State Railways, for a 
series of sections on the same line, con- 
nection between two sections is carried 
out in a central office, the telephone 
circuit being extended if it is necessary. 
The « dispatcher », whose telephone cir- 
cuit is in connection with the adjacent 
central office, can in this way call up 
his colleague on the telephone by means 
of the selector apparatus, and conversely 
the « dispatcher » at the central office 
which is on the circuit can cut into the 
circuit if he wishes and get into touch 
with the neighbouring « dispatcher » 
(fig. 17). 

When the sections meet at the same 
point, or when there is a section of line 
common to both, it is necessary to place 
the « dispatchers » at the same table so 


(1) This is the case at the junction at Laeken 
(on the West suburban line of Brussels) and 
at Angleur (on the line from Ans to Angleur) 
near which 400 to 420 trains pass per day. 
The main lines are continually used by the 
trains. from the converging branch lines, for 
which at each junction two « dispatchers > 
are in charge. These officials are located at 
the same table sitting opposite one another, 
in order to facilitate the mutual working in 
operating these busy sections. 

(2) The following examples of traffic inci- 
dents which happened under the old system 
at the approaches to Laeken Junction (fig. 16), 
show what a field there is for the efforts of 
the « dispatcher >: 

— a train coming from Brussels-Quartier- 
Léopold towards Schaerbeek proceeds as far as 
Josaphat Junction, although the Josaphat 
Junetion section is not clear, and this results 


in holding up the traffic on the line from 
Luxemburg to North Brussels and Laeken; 

— a train coming from Laeken to Brussels- 
Tour-et-Taxis is brought to rest at Pannen- 
huys Junction, and thereby holds up traffic 
towards Cureghem Junction; 

— a train for Schaerbeek (marshalling sid- 
ing) has been accepted as far as Maelbeek 
Junction, although it is not possible for it to 
enter the station, this results in holding up 
trains proceeding by Schaerbeek (passenger 
station) towards Louvain and Antwerp; 

— a train from Schaerbeek to Denderleeuw 
proceeds as far as the junction at the Senne 
bridge, but has to stop there to allow more 
important trains from North Brussels to Den- 
derleeuw and Termonde to pass. It would, 
however, have been possible to accept trains 
from ~Schaerbeek proceeding towards Pannen- 
huys Junction. 


At ey 


Fig. 46. — Lines approaching Laeken Junction. 
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EXPLANATORY NOTE : 


Double lines 
Single lines 


\ open for traffic. 


economy, as” 
staff and also | 
reduced. p 


Fig. 17. — Example jof “the communication between 
central offices. 


© Central « dispatching » instrument. 


= wa Selector instrument. 
EXPLANATORY we 


NOTE ; 


—— 


Extension of the « dispatching » circuit 


so as to establish connection be- 


tween two central offices. 


' 


Diagram (fig. 15) Se some details 


are obtained = 


o require A a in ce 


Pie this means 


ing 2S I 
carried ‘out, in "accordan nce, wil a | 
service; ice 
3 the « « dspace » may y kee in 


in order to facilitate the 
stations, or to make use o. 
the teition is least dense; 
4° better discipline is 
among the executives, 
patcher » has the benefit of the 
and authority of the head of th 
ment. : 


f) Modifications to be “made ing 
rules on lines on which the « 
_ system » is. in vogue. 
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modifications which facilitate the work- 
ing of the trains have been made in the 
working regulations. 

Before the « dispatching system » was 
put into operation, one was not allowed, 
on a doublé line railway, to dispatch a 
goods train before its booked departure 
time, or to send it forward in the timings 
of a train which was running late. 

At the present time these rules are 
cancelled on the lines under which the 
new system is in operation, and the 
« dispatcher » can send on a goods train 
as soon as it is ready without waiting 
for its booked departure time. 

In this way one can very often avoid 
the effect which the late running of 
passenger trains may have on the run- 
ning of goods trains, by running the 
latter as far as possible beyond the place 
where they normally are put into the 
siding. However paradoxical it may 
appear, the late running of a passenger 
train, which automatically affects to a 
greater and greater extent a whole series 
of goods trains, may often, under the new 
system, lead to a saving of time in the 
case of the latter. 

The « dispatcher » also is at liberty to 
. cancel the stops shown in the timetables 
» if they are not necessary, and to reduce 

_ the standing time at stations in cases 
where he arranges for the necessary 
work to be done by another train which 
has more time to spare, or to arrange 
for an additional stop at a station where 
there is abnormal traffic to be handled, 
which he is able to do by running the 
train in advance of its booked time. 

It is only with the « dispatching 
system » that the special arrangements 
mentioned above can be allowed, as the 
« dispatcher », by means of his diagram, 


can accurately determine the sidings 


which are clear, and can make special 


arrangements for trains to be put into 
a siding where necessary, and by means 
of the rapid methods of obtaining 
information, can ascertain the possibility 
of the trains being received at the stations 
to which they are destined, or to find 
at what stations a stop may be cancelled 
or at which stations an additional stop 
is required, and to make the necessary 
arrangements for the same. 


The additional safeguards obtained by 
means of the « dispatcher » have also 
allowed the « dispatching » telephone to 
be substituted for the telegraph for the 
rapid transmission of the majority of 
messages dealing with the running of 
trains and the distribution of rolling 
stock. At the present time advices of 
late running or of alterations in normal 
order of the running of trains are sent 
by telephone to the stations concerned 
by the « dispatcher ». In addition to 
greater rapidity, these advices have the 
merit of being absolutely accurate, be- 
cause the one giving the information is 
in continual touch with the facts. 
Previously these messages were sent out 
by circular telegrams which were often 
distributed too slowly for them to fulfil 
the purposes intended. 


Moreover, it is the « dispatcher » who 
sends to the stations and running sheds 
concerned, in place of the telegraph being 
used, information dealing with the can- 
cellation of regular trains and the run- 
ning of additional or special trains. 
For the running of special trains in 
particular, the « dispatcher » himself 
arranges their timings and route, and 
this results in their being run in the 
easiest way, and stations and running 
sheds are warned of what is occurring 
a long time in advance of the actual 
arrival’ time of these trains, ‘and_ this 
results in’ a considerable advantage 
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accruing in arranging for motive power 
at the stations where engines are changed, 


and in reducing the standing time at 


these stations. 


g) The Liége inclines. 


In order to maintain a constant load- 
ing between Brussels and Herbesthal, 


banking engines are provided for the 
gradients between Liége and_. Ans, 
4516 m. (2.8 miles) long (fig. 48). 
This section of the line, which at 
places is as steep as 4 in 32, is an im- 
portant factor in the operation of the 
line from Brussels to Herbesthal in con- 
sequence of the large number of fast 
trains and the considerable fluctuation 


Water stations, 
Engine sheds, 


aH3--5'9 


Names of stations. 


Length of gradients 
- level sections, 

Position of stations az 
distance between the 
in kilometres, 


Fig. 148. — Gradient profile of the section from Bierset-Awans to the junction at Val-Benoit bridge. 


in the goods traffic. Special trains have 
often to be run, and continual super- 
vision is necessary in order to regulate 
the traffic, having regard for the changes 
which have to be made in the movements 
of banking engines between the two ends 
of the incline. 

The motive power department, which 
naturally is concerned in providing these 


banking engines without delay and at the 
same time making efficient use of the 
same, considers that it is only by means 
of the « dispatching system » that these 
conditions can satisfactorily be met. 
The « dispateher », by means of the . 
information which he gets in advance, 
knows at once the position, the loading — 
and the conditions as regards motive _ 


- power and brake power of the trains 
which have to pass over the incline, and 
he can therefore advise the banking 
engines beforehand in such a way as to 
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reduce to a minimum useless standing | 


time, and to facilitate the arrangements 


of the working of the banking engines | 
: above method allows the whole .of the 
train movements. to be easily . followed: 
-and that all the necessary information: 


by indicating in which order they should 
be used in the interests of the traffic as 
a whole. 

At the present time therefore, it is the 
« dispatcher » who is in sole charge as 
regards the utilisation and running of 
the banking engines and also the organi- 
sation of the brakesmen who work the 
brakes of trains descending the incline. 

Standing orders (appendices 1 and 2) 
lay down the rules to be observed by 
the train crews employed in working the 
incline, and also by the « dispatcher ». 


It may be stated that after a year’s . 


experience these arrangements have very 
appreciably improved the running of the 
trains, and reduced (as we shall see in 
chapter IV: « Financial results»), the 
expenses as regards motive power and 
staff employed in working the incline. 


h) Records kept by the « dispatcher ». 


red lines or red dotted lines. The re- 
presentation of trains running on two 
lines which converge are shown by means 
of lines of different colours or type so 
that it can be seen’ that these trains meet 
at the junction. 

Practical experience shows that the’ 


can be obtained. 

The « dispatcher » attachs to his dia-: 
gram a statement of any irregularities 
which he notes, and the head-quarters 
train office is instructed to take suitable 


action. 


* 
* * 


In each central office is kept, in addi-; 
tion, a journal (table 2) in which are: 
recorded orders, reports, circulars, 
messages or telegrams dealing with the 
running of conditional or special trains. 
The « chief-dispatcher », by means of, 


‘this journal, issues detailed instructions: 


. As we have seen in article 10, para- 


graph a of chapter II : « Principles with 
which the « dispatchers » have to con- 
form », and also notes (1) and (?) of the 
same article, the « dispatcher » draws a 
diagram of the running of trains on 
squared paper to a scale larger or smaller 
in accordance with the density of traffic. 

On this diagram, passenger trains are 
represented by black lines, goods trains 
by blue lines, and light engines by a 
black or blue dotted line, according as 
to whether the engines are for passenger 
trains or for goods trains. When there 
are four lines, trains or light engines 
running on the relief lines are shown as 


as regards traffic operation. 

Before finishing his shift, the « dis- 
patcher » makes a report of any special: 
occurrences which have happened during 
the time he has been in charge of the 
line. This report gives in the second 
column the reasons why any of the 
instructions of the « chief-dispatcher » 
may not have been completely carried 
out. It also gives : 


4° In the first column : 


a) the number, nature of the load,’ 
weight of load and destination of wagons | 
which are standing at the stations and; 


‘those which are to be given priority of | 


dispatch ; 

b) the number, loading and destina-' 
tion of the wagons which are to be sent 
away in the ordinary course which the 


374 
44 


TABLE 2. — Specimen of journal kept at the central office. 


INSTRUCTIONS REPORT 
of the « chief-dispatcher » and of the «dispatcher» | (by the « dispatcher » in charge) on the daily 
stating the operations to be carried out and the progress and in the execution of the said 


special measures and precautions to be taken 
during the day. 
(Articles 426 and 427 of R. G. E. — 1" part, section III). (Article 428 of R. G. E. — 1* part, section III). 


instructions : 


a eee cy [ole use 0 0 0.04: 8y0'8 tlejelanialn ic ee Sie ela eis, aul cele e.eleie)p lai: cle) pie cpeiaieinys 8s), M| lelgiesiele) + “tyellp-o 79m <iehalal-a\a\pie/stetalelelmiaserwasla/s/s\ sels ints s ie (else is tle ire eta ateis| 


ens (ede oh oh pie cis cole ccd bees PePicieiele 60 o cele s pce Peles bie sibib Mm 10 POOd Nie rs wise Oeics e siaieie siele 6G 0,0 016165 80's sv epics o/s 516 e'ssisle § es 6's 
wie |<) ajedors: ecb lohaloieKs ¢/4)e\ 6 \si/e\6) oie mitra heise) « steleimies opeumAytsty elele ela eromvalssinir-'s, «). lots Sislels,slela'» e/a ialeinlals\elm|sizieleia\blalpin/d isin. steels late kiwinte 

.c10iels cP oRia tee oN sigiely waleinie © oly Bist [steldlMaloleth ale stale ss acedaloyelois steicls) Nie Celeeslemiinieimie, 6 eidiejele.s piatervoleicie ealuie/o(eio/e\eirielelels/elinia/els[etals lainimi alate 
Peete. Ble ie tnintela nreue Sere elele boven en ai sfotoicracepiekd Mi (oe eicle'nieim enaralgihre) iaie}e\ ele /a/ajefelethjecolaele{aia) ole ie ietelpial sl ajar oiiatwierdisere tert (elvis 

© e801) pee) wemisis Ace - sielajele welelasrefe es tiels eclealaieicedicre eco Sisipe cejels  M @ @ei=\* s/eleleivic zis § 0.6 0\6.0\0 sleipicie.e sje e.e 668.6. 9i-/p 0p 0)0\alnge u) winba +) apie) eis 
0 e0b 06 ee lee cig ecveinisisteleleleie bis bistetelelsie 810% wba tlaleie eis cise = Oigie aleis «se |M [*i¢l0/wlen wie o\8idis oo (dia0ig a61Als (aikiainig! oleieitiniel0iei<reieis |v pteleleib luis svale) sicknlele e\di- 
a: b@DS pp ie 0 ojo 2, 0 0 ©. 0.010, 0,8, 6,610,010) dea. 4\¢).6)e1=\0:9 0.0) alee 5\eie\9. e.0.sh gis) <<iaiaiaiaiaieieiaips f| ¢biele =/s-s)ns:6 winlyleis'e\ sie sishe/s/sejelsialelulsieass!4\s\sis\-\olinle/s(ale les] ol Sieint= 1a 6 areas 
Oi O00 ccc cee Co cee rece vices es wn espe et 065s ces «ie wee ces csic Mf 06M SP rismrh ms oy Nie «i sis/s sisieis = pislieisisie) > G)s\0)<\2s\6\sisis ols Se olsisle s eleleld 
Cm eee cece rn ere res ecnres erent tar erscesess sees cees reser fe CHS satr b= Selvostas lelsees since esis ea see 06:55 s\0 so = clus sss 0 
POC Mee tne Chere eee teen eee eres sees ee heres eeed case ennntanrcs BP & OF SOams Fut nr een eons bh UWMD Ae Aae POF FR EROS Cee SS ese te sss 
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TaBLe 2. — Specimen of journal kept at the central office (continued). 
WEATHER CONDITIONS 


SPECIAL TRAINS DISPATCHED. 


REMARKS 
Number Time 
of Origin. Destination. 
form. | Doparture, IRENA VE] -iaeag iota vinta ie NN MMMM B ERs cea erases ash Grate ja tein ates srapslarelesayo ee ainlaraim sodig-orveesyrelave otal 
SS 
PR tS aea Geta wrth eieds |pwedrerel shoo] se mttht ees. « Dispatchers » in charge during the day, 
Ne ORES SI Wael SP tata ae a aa | eae aad Seen by the undersigned « dispatcher » during the night, 
onboard einen ee Arata Remarks by the « chief-dispatcher » on the above 
report and action taken in consequence of the 
OLS’ “Lah seowecece L te oceGoe sel eseecsesececes| S88 FOC OZ Bee ' statements made in the report. 
ee ee esas Vcc t.. canadl ce edcoe seen: . « Chief-dispatcher », 


Seer ewer ence 


at, eae oan giv gel ace > 
they lodge out and the time at wh ich © 
oe will be es available; ; 


a : hess: ‘which. have been aigeeted {eine Foo. re oe 
: Lis motive power department and which — 

aa have not yet been agreed to by them; — 

Ue _f) any incidents or special - events — 

3 which it may be well to make note of : 


derailments, siding accommodation which — 
for the time being is not available, 
failure of water supply, oe of turn- 
tables; 

g) late running, recline or ane. 
j rations in train arrangements. 


2° The ‘second column gives clear and 
= concise information as regards the steps 
- taken by the « dispatcher » to preserve 
or regain regularity in the train move- 
ments and in order to effect economies 
(advantageous motive power arrange- 
ments, trains which have made up for 
lost time through action on the part of 
the « dispatcher », cancellation of special 
trains whose loads have been able to be 
handled by the ordinary trains, utilisa- 
tion of engine power on the return trip, — 
exchange of engines of two special — 
trains, etc.). a ee oe ine 


3° The third column gives information pirate pe of 


dealing with special freight trains oe | 
es nin oven thee cae 4 are ° prea on ugh telep 
seis Cee 


. “4 The fourth column gives aan 
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TABLE 3. — (Front of page.) 


NON Mes csscn gc DISPATCHING SYSTEM. 
Slegeaecrecro=stpaens == ps Report form. for special trains 
from 
Sic atte all ire hours Special trains: -=-.-: 55) 161" cide ha ro, SERIE EN OE, RR ee ee ee oe 
OOK Gd 2.2 ee eer ee RAST ETA ED by bee ae na st to ee, eh  HOUTS: 
DEPARTURE 
actuals.) ee aan ene 2S Be een hind * Sai orotate 1A, ae ae aaa - hours. 
hy a epee ee Sat a aaa 
coke SERRE S oo oct 97 RRS SCC ee ac a ae 
2 SS SBRRERRSSREEEE Goon 9-8 ct ct Stree a 


Commencement 
of 


ENGINE Nos. Type. Shed. 


service. from to 


Commencement 
of 


NUMBER. 
service. 


ENGINES 


Brakesmen 


Guard-in-charge 
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TABLE 3. — (Back of page.) 


eee eee ee eee eee ee ee eee eee ee eee eee eee eee Te ee ee ir rrr) 


ee eee ee ee ee eee eee eee eee ee eee ee eee ee eee eee ee 


eee ee ee eee ee eee eee ee eee ee eee ee eee eee eee eee eee ee ee eee ee es 


etter eee eee eee ee eee ee eee eee ee ee eee ee ee ee ee ee ee ee ee er 


DOERR Reem Heh HEHEHE HE EEE HH AEE HEHE HEHEHE EEE EEE HEHEHE EE EE HEE H SHEE EH EEEH EEE HE HHH SHEE HH EEE EES 


eT eeee eee eee eee eee eee eee eee eee ee ee errr ree i eee ee ee eee 


MESSAGES TO STATIONS AND REPAIR SHOPS. REMARKS. 


DISPATCHING SYSTEM. 


Line from North Brussels to Ans. 


eee 
STATIONS | 1 | 2 | 3 | 4 | 5 | 6 | WORDING OF MESSAGES. 
SS 


North Brasselgr.s.<, - . . 2. 
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CHAPTER II. rte 
Choice of the staff. aan ae 
= ewe ; ‘ ae ae , a 
, " a oF Bets wes v ihe ’ a 
The « dispatching system », as de- ) ai 
: scribed, on the Belgian State Resonate are il or are on poked Se oe 
has only been able to be put into opera- = « Dispatchers » take six hours at the 
tion by means of the assistant station- ee receiver in two haa ie ; 
masters of the large goods stations, who 
were qualified as much by their person- 
ality and standing, as by their technical 
knowledge. two archi +0 = Sarria te fie sar 16 a: 
The staff of a central office which has _ receiver, and two « dispatchers » may bites 
two telephone circuits to attend to (the this hee come eS et with oot other . 
two directions of running in the case of 
the line equipped with a double circuit — 
or two lines equipped with a single cir- 
cuit) consists of a « chief-dispatcher » 
in charge of the work and ten « dis- 
patchers ». Their hours of duty are . this 
regulated by means of a fixed roster can ee a in to oH with the ¢ 
. (fig. 19). It is necessary to reduce the of the out door staff. —= 
. 
a 4 
: oS gO a a a 
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These visits. should include : 

1° A study of the lay-out (arrange- 
ment and utilisation of the various lines, 
groups, sidings, junctions, various instal- 
lations and signals) ; 

2° A study of the traffic dealt with by 
the station (local and through traffic; 
origin, destination and importance of the 
traffic). 


: 6toi4h. 
EXPLaNaTORY Sundays 
: 14 to 22h. | and 
is ede holidays. 
=———— _: 22 to Gh. 


shunting is being carried out at the 
station or when traffic tends to become 
relatively congested. In this way it is 
possible for the « dispatcher » to observe 
any special features in the shunting 
cperations and to become acquainted 


melee BAe a fe 


Although the uninterrupted movement 
in the large stations always affords the 
« dispatcher.» with objects for his obser- 
vation, he should not neglect the stations 
of secondary or even of little importance, 
and he can choose the best time for his 
Visit. 

For this reason, for example, this 
visit should be made at the time when 


cl 


» 


a) 


Fig. 19. — Table of the hours on duty of the staff at the central office 
on the line North Brussels to Ans (two « dispatchers » operating two different circuits). 


8 to 14h. 
{4 to 22 h. 
22 to 8h. (Saturday night to Sunday or holiday). 


R= Rest. — V = Visit over the line. 


with the possibilities afforded by the 
lay-out. Having found out on the ground 
what information the stations are parti- 
cularly interested in receiving, the 
« dispatcher » when he is back again at 
his instrument has a greater influence 


| g sys : the 1 
system depends on the value ¢ of the « « “ates 
patchers ». ie 
May This view is by no means exaggerated. 
: In order that the visits to the stations 
ae may be of practical — use, and in order 
that the « dispatchers | » may have the 
necessary standing, it is necessary in the 
; . first place that they should inspire in 
those who have to carry out their. 
4 instructions, esteem for their efficiency 
and respect for their experience. It is 
<, necessary that the station staffs should 
* feel and recognise that the measures — 
recommended or the instructions given of tig ra ch e 
are sound, and if sometimes they are work under the immedia 
asked to make a special effort, that this 
will always lead to appreciable results. 
It is necessary in fact that those work- 
ing under the system should have com- 
plete confidence in the « dispatchers ». 


Unfortunately, officials who can give ployess, ‘rondites at they, are intelli- 
this impression are very rare, especially ent and s eak | clearly accurately | 
as the training of the whole staff was is etfully. ‘a ig 


interfered with by the war, and it was : 
necessary to choose the staff somewhat = oem Peet i 
hurriedly in order to put into force the eo} AON aut 
eight-hour day and to make up for the 
gaps left by retirements which had been 
postponed during the war; and since it 
was hardly advisable to take any of the 
staff from the large stations, as these 
already were me of capable pe fOr 54.44 ephone, but the expense ine 
carrying out their ordinary work, it x 
became obvious that the Belgian State bec extensions we i insignificant oor 
would have to carry out its programme _ 
as regards the « dispatching system » 
with the smallest number of highly train- 
ed staff. 


in commconed abl ie a, rato of trait 
and the Gierabuis. of rolling sto ok 


certain’ * finportint satis 
employee is provided for operating t 
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pared with the economy obtained by a 
reduction of the staff in the telegraph 


offices owing to the reduction in the 
number of telegraph messages (+). 


CHAPTER IV. 


Financial results and conclusions. 


It may be repeated that the objects of 
the new organisation include the follow- 
ing main essentials : 


1° to obtain regularity in the running 
of trains and to reduce the overall time 
of freight trains; 

2° to work the freight traffic with a 
minimum expense as regards motive 
power, and with this object in view, to 
make full use of engines returning to 
their shed; 

3° to make full use of the accommo- 
dation afforded by the regular goods 
trains so as to avoid as far as possible 
the running of special trains, or to only 
run these. over the shortest possible 
distance; 

4° to relieve, during times of addi- 
tional traffic, stations at which trains 
are made up, whieh often become con- 
gested by reason of their lack of accom- 
modation, until such time as_ these 
stations may be brought up to modern 
requirements ; 

5° to substitute the « dispatching » 
telephone for the telegraph for the more 
rapid and economical transmission of 
messages dealing with train movements 
and distribution of rolling stock. 


It is hardly possible to determine all 
the economies which can be thus effected. 
Railway operation depends on many 
factors. If one can draw attention to 
some of these (those resulting, for 
example, from the more effective use 
made of train engines and _ banking 


V—6 


engines), there are others, on the other 
hand, which cannot so easily be estimated 
by reason of their less precise character 
(such, for example, as the more rapid 
turnover of rolling stock), or because the 
improvements made may not be exclusi- 


vely attributed to the « dispatching 
system ». 
However, the results obtained are 


sufficiently clear for the committee (*), 
which was appointed to investigate the 
financial effect of « dispatching », to 
draw up a rule based on the additional 
hours which the footplate staff (drivers 
and firemen) would have had to have 
worked, to have handled the same number 
of freight train-miles as were worked 
under the « dispatching system » if the 
mileage worked by each set of men in an 
hour had during that period been the 
same as it would have been before the 
« dispatching system » was put into 
operation. 

It may be noted that this comparison 
refers in some ways to the 1**, 2" and 
3"° paragraphs given above, which state 
the main essentials of the « dispatching 


(1) A committee of officials of the Telegraph 
and Railway Administrations has been ap- 
pointed to make a report on the question of 
the reduction of staff when the effects of the 
simplification of the telegraph service have 
become established. The first results which 
have been obtained so far point to an economy 
of 40 telegraph operators. 

(2) This committee includes officials of the 
Traffic Motive Power and Way and Works 
Departments. 
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. engine. mileage. and light engine 
ce and the number of hours over! 


from the drivers’ journals. 
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therefore beyond question. . 
We will not discuss | in - detail ‘the 


! 


two periods. of three months before and 
after the adoption of the « dispatching 


Peat Nas 


which exclusively provide the motive 


ey power for the goods trains on the lines 
a directly or indirectly influenced by the 
new system. It may be said that com- 
“= parison of the totals of these figures led 
= to this first conclusion, that « in three 
t months, to work a given traffic required, 
ce 293 288 less man-hours than would have 
es been necessary before the adoption of the 
oes dispatching system ». 

ze: This result may be stated as follows : 


« The average speed of the trains not 
having been changed, then, if before the 
adoption of the dispatching system, it 
were necessary to work a man-hours in 
order to haul b freight train-miles, it 
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i would have been necessary, during a 


corresponding period ae the dis- 
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patching system, to work 4 


that the dispatching system had not been 


us 


adopted. If, however, with the dis- 
a, 
e. | 
| 
af 
Zi 


BS ed by the staff, and these figures. ae 
oe taken by the motive power department 


The accuracy_of these figures ; and feo - 
means by which they are obtains, are 


4 pase it. 


figures which are given in “comparing 


system » for the twelve engine sheds 


important point} na Hs? Goileidetneieiy 1 
-patehing syste Sse PIES 


there have been any particular circum. 
stances which ‘may have contr 


been Be a 


“man-hours 
wae inden the « ore 
to haul ¢ freight train-miles, assuming 


eae i. added that the basis of | comparison Ne ieee: 
furnished by the figures giving « the 
average number of men at york, the © 
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our calculations, we arrive at too. low ait 


On the other hand the folloig ques- 
tions may be asked as regards’ whedhers i 


ributed ed : 
the favourable results recorded during — 
the time the « dispatching system ) 
been in operat sou 


1° Since ‘the « dispatching iets ih ae 
has been in bee have not. some of the | oe 


forged: a the signalling Cre “ie 
ba 4 


ots 


for their effect to have been 
counteract the delays which V 
arisen from the i increase in traf: it. 
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2° Have not certain engine sheds since 
the adoption of the « dispatching system » 
had to work freight trains for longer 
distances than was usual before the 
« dispatching system » was introduced? 


— Investigations which have been 
made on this point show, that during the 
period under comparison, no appreciable 
alterations have been made in the freight 
train workings. If on the other hand 
some exchange of freight train workings 
have been carried out between some of 
the engine sheds, these have not been 
very numerous and are included in the 
group of sheds to which the balance 
sheet refers, and therefore from a finan- 

. cial point of view produce no effect. 


3° Since the adoption of the « dis- 
patching system », has not the volume of 
traffic in the two directions been better 
balanced, and may it not be supposed 
that this has automatically resulted in 
the utilisation of certain engines on the 
return journey ‘which, before the appli- 
cation of the « dispatching system », 
would have had to have returned light 
for lack of suitable trains? 


— This is equivalent to asking if the 
total mileage run both with a train and 
light engine during a working day has 
varied since the « dispatching system » 
was applied, and if it cannot be stated 
that the amount by which the train 
mileage is increased corresponds to the 
reduction in the light engine mileage. 


In the first place it may be noted that 
the lines operated under the « dis- 
patching system » differ widely as 
regards their traffic, and that the increase 
in the output per working hour is never- 
theless general, and shows itself almost 
immediately after the « dispatching sys- 
tem » has been put into force. It would 


therefore appear to be very improbable 
that the explanation suggested above will 
be true in the case of all the lines worked 
under the system. 


Moreover, statistics which have been 
drawn up on the basis which we have 
already given, show that the supposition 
that the contrary currents of traffic have 
been better balanced, is not found to be 
the case if one examines the figures: 
These statistics show that the average 
monthly kilometres run per unit of the 
staff (train-miles and light engine miles) 
has been 859 (534 miles) with the « dis- 
patching system », as against 698 (434 
miles) without the « dispatching system », 
that is to say, an increase of 23 %. If 
one considers only the kilometres run 
with a train, the ratio is as 791 to 635 
(491 to 393 miles), that is an inerease 
of 25 %. 

It will also be seen from these figures 
that, under the « dispatching system », 
out of the 859 km. (534 miles) run per 
month per unit of staff, there were 68 
(42 miles) light engine kilometres, that 
is to say, 7.91 %, while before the adop- 
tion of the « dispatching system » there 
were 64 (40 miles) light engine kilo- 
metres run out.of a total of 698 km. 
(434 miles), that is 9.17 %. 


The. proportion of light engine running 
has thus undergone a slight reduction 
(1.26 %); but on the basis of the actual 
results explained in the second part of 
this chapter (dealing with reduction in 
the number of banking engines necessary 
on the Liége inclines and the more in- 
tensive use of motive power required for 
special trains), we are led to say that this 
reduction of 1.26 % is due, not to a 
better balance between the currents of 
traffic in the two directions, but to the 
co-ordination obtained by the « dis- 
patching system » with a view to improv- 


eS Ih conclusion, y is no xagger ati on to 
> eae attribute wholly to the effect of 
ae « dispatching system » the gain rab. 
<5 293 288. train-crew-hours pos the 
course of three months. : Ge 


Let us pede the ering economy: 


és. ive a) On the basis of one fe. this gain 

ie to equal to 293 288 x 4 = 1173 152 : 

$ train-crew-hours. eae as up a special account of 

°F - j ey ete eae: Pealiged Tene respect since he 

iv If we suppose that the hours worked of se « pone ee » 

ca by drivers and firemen are approximately tite 

EB 4 the same as those of the chief-guard and 

i brakesmen, and that there is one chief- . 

iz eer a an ve ne a has to Ee ‘upon. ae 

* per freight train, we have the following omevanees, of these rE 

+i figures : é a 

oe oes : nies staff (driver and ace ‘ 

. ae ) fireman) ....... fr. 4480) Shieh Ria him . ane en use 

ue : per hour nae aU Sie ; : Bsint of these locomotives so as to avoid un- 

a | ne Prakeniger Ay. 3309 productive movements and to increase _ 

j T ‘otal per hour for train, orew:... 65, kr - 10.55 — their useful . mileage. — 

ni ‘That is to say, an annual economy as In this way the « d 

7 Sari ratrre te eee a or these 
x by. ae Nay ae 

yo V9 3S 2 Bah oe have been obtained during the period — 

; _b) To each hour of the driver’s time under consideration without. any change 
there is af least a corresponding hour of Cee been mine aS ee the arene 2. 
the engine standing in steam, that is to 
say, an average expense of 2 fr. (30 kgr. 

; of coal at 65 fr. per tonne, in addition must be antic pine to et li 
- to lubricating oil). This gives us, as- the « dispatching Ns De 
aaa = Let us state what these, economie 
(1) In the above figures for the average heen: 2 
wages we have included allowances for lodging } 
out and increase in the cost of living, but not When the « ‘dispatching yeioan 
the bonuses granted to the running staff. We reeds into fake _ honiber on bar 

X tration as regards bonuses is not influenced by : 

Bb the « dispatching system » since they have 1 engines ren’ 6 to “ odlock. . 

Pies, 2 been decided upon by ieetsisitond 4 8 engines from 14 to 22 0 

ee ; 
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8 engines from 22 to 6 o'clock. 
and one spare engine in steam at the shed 
during the whole 24 hours. ; 


The above engines were hardly suffi- 
cient for the traffic demands, and there 
were numerous cases in 1921 and 1922 
of additional banking engines bein 
required. 

_ Experience showed that these engines 
were found to be insufficient when the 
monthly kilometrage amounted to 29 000 
(48 000 miles), and at this time it appear- 
ed absolutely necessary to provide one 


additional locomotive whenever the 
monthly kilometrage became 30000 
(18 600 miles). 

Since then, this figure has been 


exceeded, as is shown in the following 
table : 


Working of « T16- class locomotives 
on the Liége inclines. 


| TOTAL 


MONTH. 


KILOMETRES. 


December 1921. 25 540 
January 1922° 6.5 caries 26 124 
April 1922. . . : 28 184 
December 1922... .. 30 774 
January 1923 34 792 
April 1923 Seto 35901 
May i923. 24 786 (strikes). 
NE HOIS sae 36 T7719 


Without the « dispatching system » 
this increase in the kilometres run would 
have called for an additional banking 
engine. With the « dispatching system », 
however, not only has it been unnecessary 
to have this additional engine, but by 
means of the new organisation it has 
been possible to reduce the number of 
engines as follows : 


commencing 19 ‘November 1922, . one 


57 


banking engine from 14 to 22 o’clock on 
Sunday; 

commencing 26 February 1923, one 
banking engine over the whole period of 
24 hours; 

commencing 5 May 1923, one banking 
engine from 22 to 6 o’clock Sunday night 
and Monday morning. 


This reduction under the new system 
is equivalent to 7272 hours per week, 
1. e.; (6 + 7 + 7 engines) x 8 hours 
x 6 days + 1 spare engine 24 hours 
< 7 days + (6 + 6+ 6) X 8 hours 
x 1 day (Sunday) — as against 7456 
hours,i.e.:(7+8+8)x8x741 
«x 24 « 7 — that is an annual economy 
of (1456 — 1272) « 52 weeks. x 27 fr. 
(cost per hour of a shunting engine) 
== 258 336 fr. 


Moreover, as the « dispatching system » 
has extended the possible limits of the 
mileage run by the banking engines 
taken as a whole, in spite of the reduc- 
tion in their number (see the figures 
for April and June 1923 in the above 
table), there will be on this account an 
additional source of economy whenever 
the 30 000 km. (18 600 miles) are exceed- 
ed. These economies being proportional 
to the kilometres actually run in excess 
of 30000, the amount at which, as we 
have already seen, an increase in the 
number of banking engines would have 
been necessary if the dispatching 
system » had not been adopted. 


Experience shows that the present 
number of banking engines would be 
sufficient, at any rate as long as the 
monthly kilometres run do not exceed 
37000 (23000 miles); and if we accept 
this limit of 37000 under the new sys- 


« 


tem, we find that in addition to the 


continual economy dealt with above, we 


aoe 


the banking entines (pas “por 


It is pa that we are > unk 


iaeoeenee Aystan » for the pe od 
sala consideration, half the cost ‘of the. 
regular use of a banking engine that is 
to say, in one year, 27 x 12 (hours) 
< 365 = 418260 fr. - 


The total else obtained in a year 


Diep inclines can therefore be esata 


as 258 336 + 118 260 = 376 596 


We cae seen above that the | (C3 - dis- 
patching system » may reasonably be 
credited with a reduction of 36 % 


(43 + 23) of the total cost of the bank- © 


ing engines on these gradients. This 
statements is indicative of the economic 
possibilities as regards the cost of motive — 
power for special trains on any lines 
worked under the « dispatching system », 
because the engines of these trains, as 
in the case of banking engines, do not 
run to any booked working, and can only 


-be judiciously and economically used by 


means of the co-ordination obtained by 
the « dispatching system ». 

We give (fig. 20) an example of actual 
engine workings by means of which 
engines and train crews of special trains 
only work these as far as is necessary, 
and in every case where there is an 
available load, are utilised on the return 
journey. — 

Appendix No. 3 gives the idieforenee: 
between the economy realised and the. 
expense incurred, te broadly indicates 


Tries 


and apperai due to ine 


‘graph ‘in “transmitting 
mMessagesieie niger 2 


ad 


otal amound sav ae 


‘operant 
HE 537 pe 02. 


pa: ae ae pee 


The saving mentioned abov ; 
increased on eed CC 


‘ulna (usteay [eIoeds Fw = SOSIPUCYOIBU op atienipiorsyxe wie [Wo — ‘ouIsNe USI] = opla v sanoorrg — ‘nie SUBIOM = oFcyo v TONeSITO]) — ‘930m Aroyeuridxy = opuesgry 
* sudan Youady Jo Uownunpdogy 
*(peproy aTqnop ‘oyna v se ‘ore sured Ste] pue ‘eg ut ] Jo syuotpead aMop pue squotpeas dn JO WOTSSAVONS B ST BUTT ey} JO atyoud ath) 


‘suredy [eoods payzom aaey yoiym soursua jo 


“( uaqshs Saryojedsip » oq] jo suvow Aq Aouanof uanjoa ayy wi TonesNN Jus We eq) Jo sajdwexy — 
A = = SS ace 


‘06 314 


A Tne 


BOSE GAS Oe) Gb Rhy Ab Si ok bh Chobe te Ob Gg heb Vide ig en 


- public: telephone s service. 


We must not ° Ponelutle Bini afieie mee 


without mentioning, that as regards 


elementary form of the « Clap NO ee 
system », namely, the « traffic regulation 

offices » which were adopted in 1914, but — 
which the Belgian State Railways could — 
not put into operation on account of the 
war, three main objections have been | 
-yaised : 


1° The expenses of equipping and ope- 
rating these were high and did a 
account for a corresponding saving; — 


2° The « regulator » took upon himself ; 
authority which should only be assumed 
-by the heads of the traffic department; — 


3° The operations of the « regulator » 


tended to restrain and destroy the initia- 


tive and activity of the station-masters 
and their assistants. 


This was the feeling on the part of the 
staff, when in 1924 circumstances made 
it necessary to re-establish the « traffic 
regulation offices » which were planned 
no longer on the model of the similar 


Prussian pre-war organisation, but in— 


accordance with the more flexible me- 
thods of the « dispatching system ». 

The experience of two years under the 
« dispatching system » has shown how 


groundless were the fears which were 


experienced at the offset, and the results 


obtained show clearly — as an established 5 


g wlthoughs we cannot at present draw 


We have therefore a result” which is 


clusions arrived at in Mr. Lamalle’s ar- 


" _ exceeded the most optimistic predictions. 


system. was fan into: ‘tome 


responsibility of th 


fell to the ground. 


en ‘with ae ( ispat : 

the increase has amounted to. OT ‘337. fi 
re. Moreover, in this" 
estimate, only the figures referring to the © 
railway have been included=" 4-4) as 


entirely opposite to the financial losses ae 
which were predicted as inevitable bee i 
a very eloquent confirmation of the con- 


ticle: « The financial results hav 


Bs eae ae « cepa Pie . 


aapaaalie ie which baleen oe aay co) d- 
inisob Utara be BES with | the various | 


at the traffic head-quarters of the d 
sion and placed under the | control a 
ment. The ty cri 


traffic on the line is is c 


by minute and station by station. Inci- 
dents in train movements are at once 
noted, and one can immediately take the 
proper steps to meet the circumstances. 
The chiefs of the department, which are 
accurately and continually kept in touch 
with all the details of the service, have 
arranged for a better distribution of 
work, so that a station which at any time 
is insufficiently occupied may be called 
in to assist another station which is 
threatened with congestion. 

This more equitable distribution of the 
work has naturally created a favourable 
feeling towards the new organisation on 
the part of the stations which have a 
heavy traffic. They took to it rather 
reluctantly at first, and then with greater 
confidence, as they found that its judi- 
cious intervention got them out of diffi- 
cult situations in which they found 
themselves. 

A similar feeling is growing in the 
stations which are not so hardly pushed, 
when they realise, as a result of the 
persevering efforts of the « dispatching 
system », that there is more to be gained 
for themselves and for everybody else 


from a well organised activity than from 
the stagnation or disorganised efforts 
which they have hitherto experienced. 

Finally, when the station-masters were 
convinced that the « dispatching system » 
could always give them precise informa- 
tion which assisted them in their duties, 
and that useful advice when they were 
in any uncertainty could always be 
obtained from the new organisation, they 
recognised the « dispatchers » as worthy 
collaborators on whom they could always 
count for expert assistance, and a mutual 
esteem took the place of the distrust 
which existed at first. 

As we have said, one cannot have a 
better answer to the criticisms which 
were raised when the system was insti- 
tuted than is given by the facts them- 
selves. Although the dispatching 
system », like all other human devices, 
can no doubt be improved upon, the fact 
remains that those who state that: a 
railway without the « dispatching 
system » is hardly conceivable, have a 
correct appreciation of the power of the 
new organisation, both from a technical 
and an- administrative point of view. 


« 
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APPENDICES. 


APPENDIX 1. 


Rules in connection with the « dispatching-system » for banking engines working 
on the Liége inclines. 


The motive power department shall provide 
the traffic department with the following: en- 
gines to be used exclusively for banking pur- 
poses : 


7 engines from 6 to 14 o’clock, 


8 engines from 14 to 22 o’clock, 
8 engines from 22 to 6 o’clock, 


and in addition, a spare engine is to be kept at 
the shed during the whole 24 hours. 


The utilisation and workings of these en- 
gines are to be solely controlled by the « dis- 
patching system ». For this purpose, the mo- 
tive power department office at the foot of 
the incline must furnish the « dispatcher >» 
with all necessary information, such as: the 
numbers of the banking engines assisting the 
different trains whether ascending or descend- 
ing the incline; the return of any engine to 
the shed for repairs; engines which are de- 
tained an abnormal time by signals outside 
Liége, etc, 

The numbers of the engines which have gone 
for coal and water at Montegnée or which 
require minor adjustments at that place are 
notified by the motive power office at Mon- 
tegnée to the office at the foot of the incline, 
which office immediately transmits this in- 
formation to the « dispatcher ». 

The latter informs the traffic superinten- 
dent at Montegnée, who, in conjunction with 
the locomotive inspector, takes the necessary 
steps to obtain the requisite motive power. 


The locomotive inspector at Montegnée in- 
forms the « dispatcher » of the time when the 
engine resumes work after coaling or under- 
going minor adjustments. 

Ans station sends to the « dispatcher » its 
requirements as regards engines for trains 
that are descending the incline. 

The < dispatcher » makes arrangements with 
the motive power department at the foot of 
the incline as regards sending engines to Ans. 

When the « dispatcher » considers that it 
is necessary to call out the spare engine, he 
instructs the motive power office at the foot 
of the incline to requisition the same from 
Liége running shed. 

In the ordinary way, the time required to 
coal a banking engine at Montegnée is 50 mi- 
nutes. 

In cases of urgency, in order to expedite the 
movements of the banking engines, the « dis- 
patcher » may give orders for the coaling to 
be only partially carried out. 

This order is sent to the motive power de- 
partment office at the foot of the incline, who 
transmits it to the office at Montegnée. 

In the ordinary way, the time allowed to 
banking engines for engine duties is 20 mi- 
nutes after their return to post III. 

However, this time is merely the maximum 
amount, and drivers are required to reduce 
the standing time for engine duties as far as 
possible. , 

As far as possible, the turns of duty are to 
be taken in rotation. However, if traffic re- 
quirements make it necessary that an engine 
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should work out of its turn so as to avoid 
holding back a train, the driver is required 
to comply with the instruction given. 

The motive power department immediately 


informs the « dispatcher.» of changes or mo- 
difications which have to be made for any 
reason whatever, as regards the number or 
working of the banking engines. 


APPENDIX 2. 


Regulations in connection with the « dispatching-system » for brakesmen 
and chief-brakesmen on the Liége inclines. 


The motive power department shall provide ° 


the traffie department with the following 
staff for operating the brakes on trains des- 
cending the incline : 


20 brakesmen and chief-brakesmen from 6 
to 14 o’clock, 


25 brakesmen and chief-brakesmen from 14 
to 22 o’clock, 

35 brakesmen and chief-brakesmen from 22 
to 6 o’clock. 


The allocation of these men is to be con- 
trolled solely by the « dispatching system >. 

For this reason, the « dispatcher » keeps 
in touch with the motive power office at the 
foot of the incline, and transmits thereto the 
orders to be carried out at Liége or at Ans. 

The motive power office at the foot of the 
incline must at once carry out the orders re- 
ceived. 


However, it should transmit to the « dis- 
patcher >» any observations necessary for the 
regularity of the service, and should inform 
him of any incident which is liable to affect 
this regularity. 7 

If, on receiving an order, it is found im- 
possible to put the same into execution, the 
« dispatcher » must at once be informed. 

The motive power office at the foot of the 
incline is to be in constant communication 
with the brakesmen’s office at Ans station 
in order to transmit the orders received, and 
to obtain information to pass on to the « dis- 
patcher ». 

In case of urgency, the chief-brakesmen are 
allowed to ride on engines on the incline. 

The motive power department must at once 
inform the « dispatcher » of changes or mo- 
difications which have to be made in the 
number or duties of the brakesmen and chief- 
brakesmen. 


394 


: 64 ¢ 
APPENDIX 3. Annual balance sheet for 
EXPENSES. 
INITIAL OUTLAY. ANNUAL 
Expenses incurred by 
Cost Way 
a 5 and Works Py, 
Section é of Cost Cost Total yaaa Traffic Department 
Cost 
f labour of of amount 
(e} 
(wires, telephone sundry of Cost ey F 
of wires. : of Salaries nae Total 
line equipped. cable, apparatus. | material. | first cost. main- and expenses for 
. tenance, | expenses Pp of Traffic 
material). revels f Be additional Vepart- 
‘ ie <, | telephone ment, 
Se ELSI operators. 
| 2 35 4 5 6 7 8 9 10 
LB fh XG! fa Ge, hy a 8} Br. =¢ EES. C Fr. C Wyo Le (0! AS any CA 
Brussels 
to Ostend, 
Brussels 
West seb ettes 433 962.50] 135 445.00] 149161.53] 141 874.45] 860 443.48 10 000.00 | 187 965.00 187 965.00 
an 
Schellebelle 
to Termonde 
Brussels to Ans. 325 710.00} 190 672.87] 145 965.20} 241 491.51} 903 839.58 9 000.00 | 118 276.00 52 882.50 118 276.00 
Ans to Herbesthal. 145 200.00 68 149.00 83 862.34 61 263.75] 358 475.09 8000.00 | 115 517.00 115 517.00 
Brussels to Ciney. 231 000.00 | 207 748.36] 158 065.41} 139 060.91] 735 874.68 8000.00 | 106 475.00 159 357.50 
Ciney to Arlon. 567 600.00 | 123 930.00 95 300.00]. 114597.46] 901 427.46 9 000.00 | 109 723.00 109 723.00 
Total, 1 703 472.50 | 725 945.23] 632 354.48] 698 288.08 | 3 760 060.29 44 000.00 | 637 956.00 52 882 50 | 690 838.50 


Total length of line operated by the «dispatching system» being 508 kilometres (316 miles), the annual 
See —————eeeeeEEEEEEEEEEEEEEE 
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the « dispatching system ». 


APPENDIX 3. 


' SAVINGS. 


wXPENDITURE. FOR THE WHOLE OF THE LINES OPERATED. Total 
Credit 
saving 
me ’ balance 
aving Saving for 
Capital as realised a agin 
charges regards in the railway _ 
; Total salaries Saving working 1 
(assuming ess 
annual and in fuel, banking as 
10°, interest s . e 
cost. Seg lubricants, ete. Sneiies expenditure). 
and of on a whole, 
depreciation). train the Liége 
stafts. inclines. 
11 12 13 l4 15 7 } 
pa a SERRA SS AR SS 
Fr. © Fr. Fret 20 ia Se Ere 7° Fr. C 
86 044.35 284 009.35 
90 383.96 217 659.96 12 376 753.60 | 2 346 304.00 376 596.00 13 988 809.07 
35 847.50 159 364.50 
73 58/.47 240 944.97 
90 142.75 208 865.75 
376 006.03 1 110 844.53 12 376 753.60 2 346 304.00 376 596.00 13 988 809.07 


reduction of the cost of operation per kilometre of line is fr. 27 537.02. 
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England’s first reinforced concrete engine house, 
By D. R. LAMB, 


Editor, Modern Transport, London, England. 


Figs. | to 7, pp. 397 to 401. 


(Railway Age.) 


The Southern Railway of England has 
recently completed the construction of 
an engine terminal at its new Feltham 
classification yard, the engine house of 
which is believed to be the first of its 
kind in Great Britain to be built entirely 
of reinforced concrete. The Feltham 
classification yard has been in use since 
October 1921, and pending the erection 
of an engine house on the site, it has 
been served for locomotive purposes by 
the Strawberry Hil! engine terminal about 
12 miles away, an arrangement which 
has necessarily resulted in a considerable 
amount of light running. This will now 
be avoided, and with the opening of the 
new engine house all of the work al 
Strawberry Hill will be transferred, to- 
gether with the staff, to Feltham. 

The yard extends from west to east 
parallel with the main line. At the west 
end, adjacent to Feltham station, and 
under the control of Feltham East signal 
tower, it ccmmences with a series .of 
eight eastbound receiving tracks, each 
capable of accommodating trains of from 
60 to 70 cars. These tracks converge into 
one lead passing over the eastbound 
hump to 14 classification tracks, which 
connect at their eastern end with a de- 
parture yard, which is under the con- 
trol of Feltham signal tower. In the 
same way, westbound trains enter the 
yard at the eastern end and run into 
a series of six receiving yard tracks, 
next passing over the westbound hump 


to the westbound classification yard con- 
taining 17 tracks, the departure tracks 
from which are controlled by Feltham 
East tower.’ Between the east and west- 
bound yards are located a car repair 
shop and = stock pens. In addition, 
there is at the western end a further 
series of eight sub-classification tracks, 
each capable of holding 30 freight cars, 
which are used for the classification 
of trains in station order. 


The engine terminal. 


The new locomotive terminal at Felt- 
ham is situated at the southeastern ex- 
tremity of the classification yard. It 
comprises an engine house capable of 
accommodating 42 locomotives, together 
with a water tank of 120000 gallons 
capacity, a mechanical coaling plant 
with a bunker capacity of 200 tons, an 
electrically-operated turntable, and coal 
storage grounds with accommodation for 
8 000 tons of coal. From the east end of 
the yard it is served by a line branching 
off from the track leading into the west- 
bound receiving yard, while access from 
the west is by means of an independent 
engine thoroughfare leaving the main 
line at Feltham East, and skirting the 
westbound classification tracks. Near 
the engine house a spur from this track 
passes over the turntable and then serves 
the house tracks and an extra set of ter- 
minal tracks south of the engine house, 
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administrative offices. The building ‘is 


gines bene delayed in passing to the 
locomotive terminal. 


Reinforced concrete engine house. | 


As. already mentioned, in point of 


construction the engine house is pro-— 
bably the first of its kind in England, 
as it is built entirely of reinforced con-— 
crete on the Hennebique system. The 


only exposed metal is in the sashes of 
the side- windows; the roof. windows, 


eaves, gutters and rainwater pipes are 
of reinforced concrebe and the only tim-— 


ber used is that in the partitions of t 


475 feet in length and 125. feet in width, 


and can be entered by locomotives at — 4 


either end. The height from rail level 


to the under-beam of the cross girders: 
is 14 ft. 8 in., and from rail level to 


under-side of Smoke trough 14 ft. 1/2 in. 
The roof, which is of the saw-tooth type, 
consists of 19 spans, each of 25 feet. The 
southern portion of each span is of con- 


crete, and the northerly portion of glaz- 


ing, the north-light principle being fol- 
lowed throughout. The roof glazing bars 
are of armored concrete. Both walls 
are liberally equipped with windows: 
the whole engine house, in fact, is 
exceptionally well lighted ; the inte- 


rior walls being finished in lightco- 
lored distemper. Along the southeast — 
side of the engine house are situated 


the various offices, lobbies and stores, 


-a noticeable feature of this accommoda- 
tion being a class-room in which it is 


bility of. en- 


off the Supe boii duct aaa ssmoke- =~ 


are equipped with the usual engine wash- ~4 ae 


Bid: router pase i 32 ft. 6 in. 
an aHowaner which will sive et 


a on a rake mented) on concrete be 
extent the full | 5) 


50 tons 


Pas 8 


as is aptamer: aised Sport ‘this purpose. ae 
The ordinary type of rail and chair is 
used with spike and trenail fastening. 
Over —- stall, era teat in the erect. 


jacks" are of concrete. ae 

The first two stalls on one side of the — 
engine house are designed for the use | 
of engines requiring washing out, and 
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The reinforced concrete tank he ; R = 
at the new Feltham terminal. tg Fig. 4. — The smoke ducts are continuous 
rt Pui ‘ ead . 2 . z = 
os ae ; ; with smoke jacks located at intervals. 
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Fig. 6. — The erection shop side of the structure. : 
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house. | 


The tank house. 


~The tank house, which is also built; 


entirely of. reinforced concrete, presents 
a very attr active appearance, It meas- 
ures 84 ft. 6 in. in length by 34 ft.-3 an. 
in width. 
chamber above them, giving access to 


the control valves, the tank itself being 


at the top of the building. It is pos- 
sible for the two floors, which are spa- 


ak one wale ae otters mie cepliaes 
tracks on the south side of the engine | 


Ps 


It has two floors and a pipe ~ 


cious and well lighted, to be used for 


the purposes of a mess-room and an in- 


stitute or as dormitories for the em-_ 
ployees at Feltham yard. The company — 


is also providing 128 dwelling houses in 


the neighbourhood of the yard for the | 


accommodation of its employees. 

As there is no adequate drainage sys- 
tem at Feltham, the company has had to 
make provision for the treatment of soil 
and washing-out water, and a complete 
filtration system has been introduced. 
The washing water from the boilers is 
conveyed through underground ducts into 


a large tank, 24 feet long by 12 feet wide 


by 14 feet deep, from which it is pumped 
and passed through a wood-wool filter 
the effluent being discharged into the sur- 
face drains. There is, however, a scheme 
under consideration for using the water 


supply a locomotive with the requisite 


ingenious design the storage bunker can 


from cars and placing it in the locomo-— 
tive tenders appears to have been— re- 


storage bunker, his services will ‘merely 


have been emptied into the 
ker, the cars are returned to 
It is estimated that the ‘storage b 
can be filled in this manner in about 
45 minutes, | the average time taken to. 


amount of coal being 2 minutes. 


By an 


Pe ee, ee 


deal with two different qualities of coal, and 
and although these: are fed through the t ee 
same opening | at the top, they can be es 
discharged at ‘will into locomotives pass- ae 

ing on either of two tracks, aie e 


The labor involved in- taking coal ; 


7 
Ye . ] 
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‘ 


duced to a minimum. Only one man | 
will be necessary to operate the tippler 
hoist, and, owing to the capacity of the 


Byes 


be required during the busiest hours of 
the day. The only other lab rn ces: ary 
will oe one man on each shi ee pees le 


a) 


“ 4 
de tt te ee eee 


sous ‘bunket Pitisae’ gates are ar- “yj 
ranged to measure the coal as it passes to 
the tender, in this way enabling | a record 
to be kept of the coal consumption. The 


Electric turntable. 


“The e engine turntable, which is 65 feet 
q in diameter, will be- operated electri- 
Jap In this case the use of timber 
é has been restricted as much as possible, <a 
‘the circle rail being secured to the con- = = —— 
crete without the intervention of timber a 
ties. The turntable will be operated 
from an adjacent cabin, the operator os f 
also being responsible for the operation a 
of the main switch giving admission into 
the tracks on the west side of the ter- 
minal. Telephone communication is 
being provided between the turntable 
operator’s cabin and the engine house 
_foreman’s office to regulate “the move- 
ment of locomotives: in and out of the > 
_ terminal. , 
These additions to the Feltham hump 
yard have been designed by A. W. Szlum- 
per, chief engineer of the Southern rail- 


‘ 2S oe pe ee ey ; an 
initia es ape photogeon _ way. All of the reinforced concrete : 
: hs Sesanndias ; _ work is on the Hennebique system. The % 
driven winch, the load being balanced construction of the engine house and ss 
ae means of weights running in vertical tank house, together with the reinforced F 
guides, an arrangement which reduces concrete work in the coaling plant, has B 
the power consumption to a minimum. been carried out by Holloway Brothers, Z 
It will be possible to coal four locomo- Limited, London. ‘The track and other in 
tives, providing they are standing back sections of the work have been carried * 
to back, but normally two engines will out by the staff of the Southern railway. 
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1. — Photographic chart illustrates standard method of rail cutting. 


Figs. 1 to 6, pp. 403 and 404. 


(Railway Review.) > £5, 


There is no doubt but that a great many 
operations performed in the course of a day’s 
work on which no definite instructions are 
issued and for which no standards have ever 
been established, are gone about in a hap- 
hazard fashion, with consequent loss of time 
and material and to which many an injury 
could also be ascribed. Perhaps many of these 
tasks could be made less hazardous and also 
be performed more efficiently if detailed in- 
structions were issued in every possible and 
practicable instance. The initiation of such 
ideas is both interesting and refreshing. 

As a forward step in the education of main- 
tenance of way employees in the proper meth- 
ods to be followed in the cutting of rail with 
sledge and chisel, Mr. H. M. Lull, chief en- 
gineer of the Texas & Louisiana division of 
the Southern Pacific Co., has recently issued 


a most comprehensive photographic chart 
showing the progressive steps necessary in per- 
forming this particular operation. These 


charts combine the six illustrations that are 
shown herewith, .and are accompanied by de- 
tailed instructions of each step to be taken 
and the manner in which the work is to be 
done. 1 


Copies of this chart are being placed. in- 


each section tool-house, and instructions have 
been issued to all track supervisory officials 
and subordinates to see that the instructions 
outlined thereon are strictly adhered to. It 
is the belief of the engineering department of 
the Southern Pacific that in standardizing 
this work, it will not only insure a more 
uniform job of rail cutting, but also that the 
chances of accident to the men will be ma- 
terially decreased. 


wa 


The instructions accompanying the pho- 
tograph are given here in full, applying to 
each illustration of the various steps, showing 
the proper method for doing this work : 


le (fig. 1): Begin by carefully instructing 
men how to place their hands and feet to 
avoid accident. Make a pencil or chalk mark 
entirely around the rail at a point where the 
cut is to be made. Do this carefully as a 
guide line for chisel so that the cut will be 
square. Use a good sharp chisel, also sledge, 
instead of spike maul. Place rail in position 
shown in photograph No, 1, and cut base with 
chisel about 1/8 inch deep from edge of base 
to the web. Do this on both sides. Follow 
the guide line closely with the chisel; 


2° (fig. 2): Place rail. as shown in pho-. 
tograph No. 2, and cut edge of base about. 
1/4 inch deep, exactly on guide line.. Do this 
on both sides. In turning rail, men should 
not- take hold of it close to the blocks on 
which it rests: there will then be no danger 
of mashed fingers. In figure 2, the chalk 
mark guide line is clearly shown; 


3° (fig. 3): Place the rail in position as 


_ shown in photograph No, 3: with base up. 


Cut with chisel along the guide line about 
1/8 inch deep for the entire width of the base; 

4° (fig. 4): Place the rail in position shown 
in photograph No. 4. Men with bars put strain 
on rail while a few blows are struck with 
chisel point.on guide line on web of rail. This 
will cause a crack to start at edge of rail base 
on under side of rail. Rail should then be 
turned over and operation repeated on the 
other side; 


5° (fig. 5): When cracks have been started 


— 


Fig. 4. — Rail should be marked with chalk Fig. 2. — Proper posilion of rail in cutting edge. 
where cut is to be made. a 


Fig. 3. — Showing rail base up in demonstration Fig. 4. — Applying strain to rail by means of bar x 
of proper cutting method. in order to start crack at edge of rail base. 


Fig. 5. — Rail set up work-ways 
for completing cut. 


on both edges of rail base as described in 
foregoing, rail should then be set up work- 
ways as shown in photograph No. 5. Men 
with bars then put heavy strain on rail while 
a sharp blow is struck with chisel on top of 
ball, on the guide line. This will cause rail 
to break clean and square exactly at the place 
desired. Photograph No. 5 was taken imme- 
diately after break was made and shows 
clearly last step of the operation; 


| G24 136.5 (42) ] 


Fig. 6. — Showing the execllent results possible 
by following a careful and systematic method. 


6° (fig. 6): Photograph No. 6 shows the 
clean square break which will always result 
if these instructions are followed. The burrs 
made by cutting with chisel should be smooth- 
ed off before rail is put in track so single bar 
will fit properly. 


The foregoing instructions in regard to this 
work apply mainly to rails of full length, 
shorter pieces being cut with a hack saw. 


2. — Water troughs on the Great Western Railway. 
Figs. 7 to 12, pp. 405 to 409. 
(The Railway Gazelt-.) 


The credit for arranging water pick-up ‘sys- 
tems for locomotives on railways belongs to 
Mr. John Ramsbottom, when in 1860, as loco- 
motive superintendent of the London & North 
Western Railway, he introduced the system on 
that line. Other progressive railway com- 
panies in this country subsequently adopted 
the system. Experiments in connection with 
picking up water for locomotives at high 
speeds were first made on the Great Western 
Railway in the year 1895-near Goring Station, 
between Reading and Didcot. The success of 


these experiments led to many installations 
being made in other parts of the system, which 
have worked with complete satisfaction for 
many years. In the selection of a site for 
water troughs consideration must be given to 
several points in addition to those which 


govern the selection of an ordinary watering 


station, such as a plentiful supply of water 
with a minimum amount of pumping, and 
water of such quality that it can be used 
without special treatment. These special con- 
siderations include the following : 
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Fig. 7. — Water troughs at Exminster, Great Western Railway. 


Fig. 8. — G. W. R. Express picking up water at Goring. 
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Western Railway. 
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Supply and drainage pipes, -ete., for water troughs, Great 


- §o-that a ‘sufficiently high..speed can be main-~ _are’ made of “galvanised steel 18 inches and 
tained over the troughs to ensure a full tender ~ 6 inches deep by 1/4 inch thick, with a 

‘y being obtained. : Speers turned edgé on each - side, whieh 

_ splashing, and are supported o1 


re ae i! The troughs on the Great Western Railway brackets screwed to the sleepers. 
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portion of the track bearing the troughs is 
laid level, and each end, for a length of 180 
feet, is inclined upwards so as to hold the 
water in the troughs. This arrangement al- 


lows the water scoop to be lowered before the 
water trough proper is reached, and it need. 
not be raised until after the trough has been 
passed, The level of the water in the troughs 


is 1 1/2 inches above rail level. It will be 
noticed that, as shown in figure 10, the troughs 
are supported on cross sleepers instead of on 
longitudinal ones, as is usually done in such 
cases. This permits the use of standardised 
permanent way and obviates. the need of spe- 
cial arrangements at the points where troughs 
are laid, 


Fig. 12. Diagram of water pick-up on tenders. 


From trials which have been conducted it 
has been proved that the best results are ob- 
tained when the speed over the troughs is 
about 50 miles an hour, and that no water 
can be picked up when the speed is less than 
20 miles an hour. The automatic refilling of 
the troughs after an engine has taken water 
and the prevention of waste is accomplished 
by a modification of the well-known ball cock. 
About the centre of the trough is an 8-inch 
balancing pipe connected with a tank contain- 
ing a float, 10 feet square, which controls the 
valve admitting water to the troughs. The 
balancing tank and valve gear are housed in 


a building at one side of the line near the 
middle of the troughs and the building sup- 
ports a storage tank 40 feet by 20 feet by 
8 feet. 

The inlets to the troughs are at two points 
325 feet on either side of the centre line and 
are connected by 8-inch pipes from the 10-inch 
pipe leading to the control valve in the tank 
house. Overflows are provided at each end of 
the troughs. 

Efficient drainage must be provided owing 
to the amount of water spilled in taking up, 
and special ballast and large area drains are 
provided for this purpose. 
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OFFICIAL INFORMATION 


ISSUED BY THE 


PERMANENT COMMISSION 


OF THE 


INTERNATIONAL RAILWAY CONGRESS ASSOCIATION 


~——- =< -—-. 


STATEMENT. 


Our distinguished colleague, Mr. G. 
GRIOLET, vice-chairman of the Board of 
the Northern Railway of France and 
member of the Executive Committee of 
the International Railway Congress Asso- 
ciation, has been raised to the dignity of 
Grand Officer of the Legion of Honour. 


We are proud of the very high honour 
conferred by the Government of the 
French Republic upon our colleague 
whom we hold in so high respect, and we 


offer him our warmest and most sincere 


congratulations. 
The Kxecutwe Committee. 
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Dr. Hermann DIETLER, 


Engineer ; 
Late President of the Managing Committee of the Gothard Railway; 
Ex member of the Permanent Commission of the International Railway Congress Association; 
Delegate to the first eighth sessions; 
First Vice-President of the local organising committee and President of the third section 
at the eighth session (Berne, 1910). 


We have heard with the deepest regret 
of the death of Mr. Hermann Dietler, who 
was from 1587 to 1911 a member of the 
Permanent Commission of the Internat- 
ional Railway Congress, with the objects 
of which he was warmly sympathetic. 

With him disappears the last link with 
a memorable period in the history of the 
Swiss railways, and one of the most 
eminent amongst that body of men who 
devoted their knowledge and talents to 
the carrying out of a celebrated under- 
taking. 

The position he filled with regard to 


the Gothard Railway was a very pro- 
minent one, whilst he exercised a very 
considerable influence on the develop- 
ment and prosperity of this international 
line. 

Mr. Dietler very early commenced a 
training, leading up to the profession of 
railway construction, and took, whilst 
yet a young man, an active part in the 
public life of his country at a period 
when the question of the laying down of 
lines of transport was attracting general 
attention. 

Born at Breitenbach, in the canton of 
Soleure, on the 1 October 1839, at 
21 years of age he finished a successful 
course of study at the Federal Polytechnic 
at Zurich, and was appointed a construc- 
tional engineer on the Oron Railway. 
Two years later he joined the Berne 
Railway, and in 1866 became cantonal 
engineer to his native canton. The bril- 
liant qualities he displayed soon led to 
his becoming a member of the Govern- 
ment of Soleure as Director of Public 
Works. In this position, several lines 
of railway, certain important roads and 
hydraulic schemes were carried out to 
his designs. In 1871, at Bienne, he was 
engaged cn the Jura line and laid out the 
section from Bienne to Sonceboz. From 
1873 to 1879 he was manager of the 
Emmenthal Railway and designed the 
Burgdorf-Langnau line. In 1875 he 
started the Soleure-Burgdorf Railway. 
In the meanwhile he had been elected to 
the Council of the Canton, and afterwards 
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which his country will ever be proud 


_ At the time when he was appointed toz,- 
the management of the Gothard line, im-— 
portant work still remained to be carried 


out. With his fellow — workers, Dietler 


pushed on with the— ‘completion of the 
line. The tunnel from Géschenen to — 
Airolo was pierced on the 29 February 


1880 and ready for operating the follow- 
ing year. The 1 June 1882 saw the whole 
len gth of line from Immensee to Chiasso 
acd for traffic 
far as Lucerne and the construction of 
the section from Arth-Goldau to Zug was 


‘carried out more slowly. 


In addition to the above, he had to 
organise the international express service. 
Dietler had charge of the negotiations 
for making the necessary arrangements, 
and at the several conferences held, was 
able to carry through his ideas. To him 
were chiefly due “those improvements 
which made the Gothard a model line, 
and which gave it a world wide reputa- 


tion; these included the introduction of 
bogie coaches, provision of new loco- 


motives and shortening of the times: 
He became vice-president in 1891 and 
president in 1908, and when the Federal 
authorities decided to take over the rail- 
way in 1909, had the satisfaction of 
handing over to the Government a ei 
in a fully prosperous condition. J 
One with so enlightened a mind and 
sv anxious to help in everything which 


was likely to contribute to the welfare : 


of railways could not but be interested in 
our Association. 

Mr. Dietler took an active part in the 
organisation of our Association. He was 
nominated as a member of the Permanent 


For hike ing the bates 
employed on a work with which his 
name will always be associated and of — 


The extension as — 


out. On this occasion the Federal Tech- JF 
: 


gree of Doctor of Engineering — honoris | 


he barrigd through the V 
markably efficient mann 
He maintained his membership. of t 
Permanent Comission until, 
when following the purchas 
Gothard Railway by the Fed 
ways, he retired from active 
service. x 
He carried with him into his retire- — 
ment the high regard of his colleagues 
and the esteem ane admiration of those 
who had seen the work he had carried 


nical School conferred on him the de- J 


causa, This distinction was an acknow- § 
ledgment of his scientific achievements § 
and of his work, and at the same time a_ 
recognition of the services he had ren- 
dered to the cause of education; he had J | 
been for ten years a member of the Aca- _ 
demic Council of the Federal Polytechnic. 
Retirement did not mean for him a 
cessation from activity. He continued to 
be interested in railways. He was more- 


over one of the founders of the New § 
Union of the Gothard, and was interested =a 
in the suggestion for the line on the left 1 ae 


bank of: the lake ho the Four Can 


knowledge of rai ay matters was well re 
known beyond his own country, and he fF 
was on several occasions chosen as arbi- JF 
trator in international questions. He — 
had the satisfaction of seeing the electri- 
fication of the G Gothard completed, this — 
being the crowning feature of his work. 
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l Sela: a memoir of. hte 
red in the Railway Age : = 
ick, chairman of the board of 
the International-Great North- 
eadquarters at Chicago, died in 
eity on February L6M a » S48 
Mi Kendrick was born on 14 October 1853, 
cester, Mass., and was graduated from 
f oreester Polytechnic Institute in 1873. 
He entered railway service in 1878 as a level- 
‘man on the construction of the Yellowstone 
division of the Northern Pacific, and was 
i engaged in the location of the Yellowstone 
Pe and Missouri River divisions until 1880. In 
. that year he was promoted to engineer in 
charge of construction of the Yellowstone and 
-. Missouri River divisions and he continued in 


e the International Great Northern; Lace f 
‘ caps (1905) of the International Railway ‘eines 


ape | 
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this sisi ane 1883, when he was pro- 


‘ 7 moted to chief engineer of the St. Paul & 
. Northern Eacifics: now a part of the Northern 


Pacific. 
‘Mr. Kendrick was promoted to chief engin- 


eer of the Northern Pacific in 1888, and in 
July 1893, he was promoted to general man- 


ager. In February 1899, he was elected vice- 
president in charge of operation and he held 
this position until June 1901, when he was 
elected vice-president in charge of operation 
of the Atchison, Topeka & Santa Fe. He re- 
signed this position in June 1911, to establish 


a private practice as consulting engineer at 


Chicago. 

Upon the reorganization of the International- 
Great Northern in December 1922, Mr. Ken- 
drick was elected chairman of the board of 
directors and he continued in that position 


until his death. 


We offer to his family our most sin- 
cere condolences. - 


The Executive Committee. 
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SCHILOVSKY (P.P.), president of the Gyroscopic Society of Petrograd. — The Gyroscope: its 
practical construction and application, with preface by professor C. V. Boys, F. R. S. — One 
volume in 8v° (8 1/2 & 5 1/2 inches) of vir + 224 pages, with 107 illustrations. — 1924, 
Published by E. & F. N. Spon, Ltd , 57, Haymarket, London, 8. W. 1, and Spon & Chamberlain, 
120, Liberty Street, New York. — Price: 14 sh. net. 


The first four chapters of this book 
state the various laws governing the be- 
haviour of the gyroscope, and give an 
elementary description of its more 
simple practical applications. 

In this part of the book the laws are 
for the most part stated without any 
attempt to give mathematical proof for 
the same. 

In chapter V, the laws are taken in 
the same order as in the preceding chap- 
ters, and are proved or explained ma- 
thematically, this completing the first 
part of the book. 

The second part is devoted to a des- 
cription of monorail cars, and gives de- 
tails of Brennan’s and Scherl’s cars, as 
well as particulars and diagrams of pro- 
jected rail cars which have not yet been 
constructed. 

The stabilising devices employed are 
clearly explained in the light of the laws 
which have been laid down in the first 
part of the book, and among the pro- 
jected types of vehicle described, are 
some extremely large cars, having a 
length of no less than 162 feet and a 
total weight, including load, of 340 tons. 
Electric traction is of course contem- 
plated. 

Chapter V of the second part deals with 
the financial aspect of the monorail, the 
estimated cost of construction and work- 
ing expenses being tabulated in compa- 
vison with an ordinary railway. 


In this part of the book it would ap- 
pear that the author, who is naturally 
an enthusiast for the monorail system, 
makes some rather wild statements. 
In the first place it is hardly a fair com- 
parison to compare these very large cars 
with the type of vehicle in use at the 
present day on normal railways, since 
if it were possible to enlarge the latter 
regardless of capital expenditure, there 
is no doubt that a considerable saving 
could be shown, at any rate on paper. 
Also it is not clear why, with the mono- 
rail system, less station buildings should 
be required, or why the workshops 
should be reduced in size and number. 
One would rather imagine that with the 
delicate and complicated mechanism 
which it would be necessary to fit. to 
each vehicle that the opposite would 
be the case. 

Again, as regards the cost of construc- 
tion, it is not clear why a narrower strip 
of ground need be purchased, since the 
width of the formation is dependent 
more on the loading gauge than on the 
rail gauge. 

To sum up, it may be said that the book 
may be read with interest from a scien- 
tific point of view, but it is doubtful 
whether much weight can be attached 
to the advantages which it claims for 
the monorail system from a commercial 
standpoint. 


Dow.'S. 


a 


— #4 


[ 388. (09.4 (.460) & 588. (04 | 


p= 


BOAG (Gxo. L.). — The railways of Spain. — One volume (8 1/2 X 5 1/2 inches; of 129 pages, 
with 45 illustrations. — 1923, London, The Railway Gazette, 33, ‘othill Street, Westminster, 


S.W 1. — Price: 12 sh net. 


There are very few books containing 
information on the railways in Spain in 
the English language, and this one is 
written by a gentleman who for severa. 
years had the management of.a Spanish 
railway. 

As is stated in the preface, the publi- 
cation has been delayed owing to the 
war, but it is a matter of regret that so 
interesting a book should not, except in 
certain cases, contain information more 
recent than four years before the time 
it is placed before the public. It is 
probably correct, as stated in the pre- 
face, that at the present time prophecy 
is fulfilled or falsified. almost before it 
is written, but particularly with the 
figures of traffic, etc., it would have 
been a great advantage if these had been 
brought nearer the date of publication. 

Having said this, one must state that the 
book is most interesting and well writ- 
ten, and gives concisely a great deal of 
information on the subject it deals with 
which cannot fail to interest railway 
men. 

In the first chapter the early history 
of the railways is dealt with. It is inte- 
resting to note that although George Ste- 
phenson visited Spain on behalf of Bri- 
tish financiers at an early date, yet owing 
‘to the disastrous civil war, the first rail- 
way was not opened until 1848. British 
capital has never largely been invested 
in Spanish railroads, and of the 7070 
miles of broad gauge open, half the ca- 
pital of the three large companies who 
control 5500 miles is held in France, 
With these companies the shares only 
amount to one third to one fourth of the 
debentures. 

The second chapter deals with the 
principal lines and connections, and 
points out that general arrangement is 
that of lines radiating from Madrid, 


v—8 


which is about 2 000 feet above sea level. 
The many reasons tor the comparatively 
slow speed is dealt with. 

The staff, which in 1918 amounted to 
85 000 employees in all, is the subject of 
the third chapter, which contains a chart 
showing the typical organisation on a 
Spanish railway and which does not 
vary much from that commonly employ- 
ed in Europe. The arrangements made 
for pensions, travelling facilities for the 
staff, seem to be up to those granted on 
any European line. 

The next two chapters, dealing with 
statistics and rates and fares, are of 
great interest, and it is here unfortuna- 
tely that one feels most the fact that the 
figures are not closer to the present day 
results. 

In chapter VI, on Permanent Way, 
Signals and Relling stock, it is stated 
that the Spanish gauge of 5 ft. 6 in. is not 
the result of a decision of the Minister of 
War based on strategical reasons, but of 
a report of Spanish ‘engineers in 1844, in 
which strange -to say the French rail 
ways were not mentioned. 

Chapter VII discusses the future of the 
railways, and points out that the conces- 
sions for many: of the more important 
lines have only 30 or 40 years to run 
and that the Government has in many 
ways already benefited considerably 
from ‘the railways. The question of na- 
tionalisation before the concessions fall 
in has been discussed, but it is pointed 
out that ‘the advantages and disadvant- 
ages of this are not understood by the 
general public. 

In this chapter is a note by the Author 
dealing with certain matters which have 
occured since the war and up to 1922. 
The chief of these has been the appoint- 
ment of a Railway Council consisting of 
six State officials, six members appoint- 
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eS Oa we 1 inches) of kiss Sent aS 133i sapiens n 
ie _ De Boeck, 265, rue Royale. — Price : 15 francs. 


tips iG 5. _ This book ‘is ‘ai veritable treatise Say 
aie - on the construction of metal bridges. 
It will evidently be of assistance to de- 
signers and technical men employed in 
drawing offices. 
One finds ‘the Etna necessary to re 


pis draw out, as rapidly as possible, a work- 

> ing drawing for an overhead crane, 

s The numerous numerical examples: of. 
a -——-s erane ~types also allow a companiaen 
a being made between them. 

m It is, however, regretable that the au- 

*s thor has not dealt with the details of the: 
‘ shady. of lines of elasticity and lines of 

> 
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= pbee PANia in 8v0 (10. x 6 1/4 inches) of 110 pages, te 146 Remo in the 
Brussels, Publishers, Alb. De Boeck, 265, rue pees. — Price: 8 fenced 
4 This book contains fourteen examples - 
a of the calculations for metal structures. 
: ; Each of these examples, given with full 
details, represents the application of the : 

strength of materials to a particular case. three pin arch subjected te 
ridge, 147. foot s 


Numerous diagrams accompany the text. load P; road b 
The problems dealt with are as fol- vindGes steel 
lows : pilates footbrid, 


Rolling load carried by a 82 foot lattice 
; / girder; study of a lattice cross girder; 
, inclined plane for quarries; calculations 
for a hand travelling crane to carry 25 t. 


dyes 


